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/ " " Foreword

By Carolyn Purnell

ooking back over Metro’s more than three decades of service
to the Seattle-King County region, | am struck by the sense of pride
exhibited by the men and women who staffed the agency. -
Employeesi took great pride.in their jobs, pfide in their
accomplishments énd pride in their community. And rightlyy sO.
Never before had local government taken on such critical regional -
challenges and responsibilities. And never before -had government

responded like Metro did.

Metro wasn't just another place to work; it was a place where
caring people could make a difference in the area’s quality of life.
Clean water. Efficient and affordabie public transportation. These
two forces drove the Metro mission and motivated Metro

employees.

. From the cleanyup of Lake Washington and Elliott Bay to the
development of the regional transpbrtation system, Metro always
delivered. And Metro never forgot its responsiE)ility to the public

- whose tax dollars supported the agency’s services. Citizen

involvement is what helped make Metro special and what

accounted for the agency’s success.

I had the privilege of being Metro’s last executive director. While

my tenure had its share of challenges and heartache, it is an honor

to have served. In spite of the many distractions the consolidation
with King County brought, we remained focused on our mission. |
am proud of the outstanding people of the Metro organization.
They alway§ conducted themselves professionally, with character

and grace.

Countless people contributed to the Metro story and to our success.

| thank the many volunteers who worked with us over the years to

* make our accomplishments possible. | thank our elected and

' appointed officials who guided the agency and made the tough

decisions. | thank all the citizens who cared enough about their

community to get involved in“wat,er quality and public

‘transportation issues. | thank the many businesses and other

organizations that worked with us on cooperative ventures. | thank
the legislators, both at the state and federal level, who supported

our programs, projects and: services.

And finally, | thank each and every employee who gave their
energy, creativity and talent to always deliver “better than

promised.”
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The beginning of Metljo s

o

dark-haired young man strode foréefully along
downtown Seattle’s Fourth Avenue on Nov. 20, 1953, the
future of the region in his briefcase. To one side was the

imposing and posh Rainier Club, its landscaping lush and

green even in the dead of winter. His destination, however,

was the Downtown YMCA, an architecturally interesting
building somewhat worn by generatigns of young feet. He
was to deliver a noontime speech he had been thinking

about and working on for months.

Seattle and Hearby‘ Su:b‘ur/ban’ areas were beginning to stir
with postwar growth and prosperity, but Seattle still was a
city of the 1930s even as it celebrated its 100th birthday.
The Smith Tower at First A\//en/ue and Yesler Way was its
tallest building. Stone and brick were traditional building

materials, and cobblestone streets were not uncommaon. -

The Seattle Rainiers played minor league baseball in a
stadium south of downtown, and the only football was

“found in Husky Stadium at the University of Washington.

There were no freeways, although Dwight D. Eisenhower

was president and his administration would build a

/

national network of limited-access highways inspired by the
German autobahns lke had seen as commander of Allied

forces in Europe durirng World War I1.»

There was only one floating bridge crossing Lake

Washington. New homes were spreading haphazardly

* across blueberfy fields and pastures on the east side of the

lake. The bridge provided easy access to downtown Seattle
where many jobs were located. Similar growth was
occurring north of the city limits at 85th Street, again with

little forethought, often on lots bordered by poor streets

*_ without sidewalks. Stormwater ran in open ditches and

homes were served by septic tanks. Many of the buyers

~ were young families, most of them WWI vets who had

gone to college under the Gl Bill and now had good jobs.

They wanted homes at reasonable prices.

Families were buying cars built in Detroit (a ‘53 Chevy Bel

© Air sedan was pfiged/ at $1,874). Few of them rode the bus,

and public transit ridership was in a long, slow decline
/

Jfollowing a heroic perfdfmanée in carrying hundredS of

millions of riders duringkkthe war years.
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The area’s beauty came from its waterways; lakes, bays and
rivers. But’r'nayny were polluted and beaches often were

closed to swimming in the summer.

Boeing Co. engineers, having successfully built and flown
the B-52 jet bomber, were working on the world’s first
successful passenger jet. The Dash 80, the pfototype of the
707, would not fly until July 1954. o

No one worried about cholesterol, exercised daily or

ordered double-tall lattes in Seattle in 1953.

James R. Ellis pushed open the Y’s doors, marched across its
tiled lobby and up the stairs. He fpllowed a side corridor to
a meeting room and sat down ah/d opened his briefcase.

When members of the Municipal League had settled down,
he began to speak from the heart, as he would for decades

to come.

This was his city, his home. A graduate of Seattle’s Franklin
High School, he attended Yale,-the University of Chicago
and the University of Washington Law School. During the
war years, he served as a‘r“neteorological officer in the Army

Air Corps.
But home again, a law practice growing, he began to sense

the region’s problems. And, in what would become a

lifelong practice, he wanted to do something about it.

His speech, when it was réprinted later, was nearly 10

single-spaced pages. -

“Today’s growing pains spring not.only from a great
population increase, but from a revolution in urban living,”
he told league members. “We are no longer satisfied with
close-platted homes and walk—ur.; tenements. We demand a
view from éur picture windows and consider the family car

an absolute necessity.

“This urban revolution has spread our enlarged population
over an area of nearly 150 square miles, including some
two dozen cities, towns and unincorporated communities,”

he said. .~

State legislatures, dominated by rural areas, were reluctant
to recognize the new problems of cities, and the cities -
themselves were slow to assume Ieadership. “Seattle is a
young city with a chance to lick its metropolitan problems
before being swallowed up by them,” Ellis said. “It is
axiomatic that if we are to do so, we must recognize the
symptoms early and deal with them promptly and |

effectively.”

Ellis ticked off the symptoms one by one: signs of
obsolescence and decay creeping into areas of the city, the

ﬂight'bf young people and middle-income families to the

suburbs, traffic congestion that threatened to strangle the

community, and the creation of a dozen or more special




districts each year to provide:services, such as water supply
and sewage disposal, not available from general-purpose

government.

There were several ways to solve the region’s problems,
including major annexations by Seattle or extending its
services without annexation. But Ellis focused on one: the
creation of a single metropolitan governmént given
authority to do what the cities and the county could not or

would not do individually.

To illustrate his point, Ellis said Seattle, seven small cities
and 75 water districts were dealing with watér supply

piecemeal. Conditions were perhaps worse when it came to

water poIIution.“”There has been no coordinated attempt to ;

solve the metropolitan sewage-disposal préblem,” he told
Ieagué members. | §
Acknowledging that what he was sayi"ng would be.
controversial, Ellis added: “A provocative suggestion for the
solution of metropolitan-area 'problems is the conce;;t ofa
metropolitan government made up either of dj,rettly chosen
representatives from the entire area or of indirectly chosen
representatives from the communities therein on a
federation principle. This would be a government of limited
- powers to which would be delegated only those functions

‘ reqdiring areawide attention. These would include, as a
minimum, water supply, sewage disposal, arterial roads,

mass transportation and basic planning.”

Continued drift by civic and government leaders would
make the ultimate solution much more difficult, he said as '
he urged the league to seek formation of a metropolitan-
problems advisory committee that would refine and
advance the idea with the goal of taking a metropolitan-

government proposal to the Legislature in 1955.

Ellis was not urging the creation of a single new
government. He was recommending that existing
governments be empowered to work together to solve
problems they could not deal with individually. His focus
was on the functions of government, not its form. He was
rebuked the year before for attacking the form of

government.

In 1952, the League of Women Voters; the Municipal .~
League and other good-government advocates (known as
goo-goos) went after King County government. A board of
fréeholders (a group of citizens) was elected to design a
new county government, and Ellis was appointed its special
counsel. Their goal\Wasy to replace an 1880s form of tounty .

government that did not perform well in the 1950s.

The freeholders recommended a county-manager form ‘of
government and replacement of the three-member board
of commissioners with a seven-member council. Many
elected pdSitions, including coroner, sheriff, auditor and

treasurer, would be replaced by professionals appointed by

“the county manager. The remaining elective positions



would be nohpartisan. In effect, the courthouse would be-
shorn of cronyism and party politics. \

" Courthouse politieians flipped. Within a few déys angry and
fearful opponents had raised $30,000 and plastered the city

with brochures asking: “Is this Moscow or is it Seattle?” Ellis
campaigned for the proposition and attended countless |
community meetings to speak on its behalf. Generally, a
couple of sheriff's-deputies in civilian clothing would move

into the audience and encourage heekling and laughter.

The geo—goos lost badly, the'measure was soundly defeated
on election day. ‘ o
“| learned a lot about the county and its problems,” Ellis

would recall. I learned the (existing) county charter would

‘not address what bugged people—roads that ended

- abruptly, a lack of sewers, etc.”

He came to believe structure was not the key, but that

addressing the functions of government was.

Despite the bitter loss of 1952, Ellis was ready to try again.
“The growing metropolitan area presents the most striking
challenge in local government today. If we, as citizens, are
not too spoiled to undertake hard work ... and if we apply
imagination and perseverance to this challengmg ]ob of
local citizenship, we can build a city beyond compare.
There is a better way than the one we now follow.” ¢
Municipal League members were electrified and energized.
“I was very much impressed with the thinking Jim had |
introduced,” said C.VCarey Donworth, a memb‘er/ of the/
citizens’ group that planned and lobbied for the creation of
Metro and who would become the Metro Council’s first

chairman. “There is no question that he was the spark plug,

‘even at this early point.” -

It would take longer than expected,
but the goo-goos would prevail. This

was the beglnnlng of Metro.

“M@%' .;wwmw«;éacﬁtf
the Mebtro Council, meels
Zacﬂidaudawcq
budineds, circa 7969.
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Water pollution woes

- (Reginald) H. Thomson was the wizard of Seattle’s
infrastructure in the late 1890s and early 1900s. The city’s
chief\engineer, his fingerprints were on the city’s water,

{

sewer, electrical and street systems.

He was a genius who built the first wood-staved Cedar
River waterline to Seattle, designed and built huge sewer ~
lines still in use in the late 1990s, constrru,cted the ci%y's first
electrical powerhouse on the upper Cedar River and
planned massive re-grading projects that swept away the
hills that made getting around difficult in downtown

f

Seattle.

A graduate of Hano/ve; College in Indiana, Thomson was a
self-taught surveyor and engllheer\. His hand on government
80 years ago dete}min‘ed how and where Metro would
treat wastes decades later. Thomson's engineering was so
good, and his politics so astute, that he served seven Seettle
mayors. |

In planning the cfty's sewage system, Thomson looked far
into the fu’ture and designed a mammoth brick sewer 12
feet in diameter that far outstripped the needs of his time.

It still carries much of Seattle’s sewage across the North End
|

for treatment at the West Point plant.

Thomson didn’t build a treatment plant at the end of the
North Trunk Sewer because in those days treatment was
not an issue; one only needed to. dump sewage in salt

water where nature would take care of it.

“The theory in the old days was that if you got it to the

water you were okay, “ said C. |. (Chuck) Henry, who was
director of Seattle’s sewer utility until joi'ning Metro in
1962.

Thomson’s North Tfunk Sewer came to daylight at the base
of the bluff at West Point in-1913; he rejected an earlier
plan that would have put the outfall at the foot of Denny
Way. A dam blocked the lower half of the sewer line where

it came through the bluff, but a smaller pipe exited the

-dam. In the mid-1950s, the pipe daily carried 40 million

gallons ofithe city’s sewage through an outfall line that

ended a short distance offshore in about 25 feet of water.

At any tide, the sewage caused a fan- shaped stain in the

~ water of Puget Sound that was easnly seen from the air. At

certain tides, the sewage washed back onto shore. When it

rained hard s‘ew,age s‘piIIed over the dam in the North Trunk




Sewer and spread across the beach. The sandy spit was.

coated with a dark slime, and health officials closed nearby

beaches because of bacterial contamination.

"The beach was b|ack it was' ugly, terrlbly ugly,” sa|d Ted

MaIIory, a city engineer who also left Seattle’s sewer utility

staff for a job at Metro in 1962.

Above West Point was Fort Lawton, an Army base built
decades before to protect Seattle and.Puget Sound from
foreign fleets. In the 1950s the fort was in the first line of

) defense in the Cold War.

. When engineers drew plans for the Metro water quality
system, they penciled:in a 125-million-gallon-per-day
primaﬁy treatment plant at the end of R. H. Thomson’s brick
sewer. They abandoned dilution as the solution because

" attitudes about treatment were changing and because the

state Poflution Control Commission was demanding it.

There was no public access to the beach and, with a strong
military presence in the fort above, it was unlikely the
public would ever get near the point. To build a major
primary plant elsewhere would require replumbing the city,
at huge cost. It was easy to rationalize the decision to build
a treatment plant on a sand spit Metro critics in the future \

would describe as one of the regioh’s finest beaches.

West Point was not the‘only ugly place in a regioh where
about 53 percent of all sewage received no treatment. In
total, 60 outfalls discharged untreated waste into the
Duwamish River, Elliott Bay and Puget Sound.

Around Lake Union, Green Lake and Lake Washington,
combined sewers overflowed in rainy weathet,
contaminating those waters and often forcing closure of

swimming beaches. Additionally, 10 secondary treatment

' plants (very high-tech for the time) discharged effluent into

Lake Washington. By the early 1950s, scientists were
beginning to suspect the lake was in failing health because
of the phosphorous rich efﬂuent Within a few years there
would'be no doubt the lake was ill, as the effluent
stimulated the growth of algae that deprived the lake of
light and consumed oxygen from the water. When the

algae died it drifted ashore in stinking heaps.

James R. Ellis, the young Seattle attorney who was pushing

_ for a metropolitan form of government, recognized that the

pollution problem was regional in nature. A growing body

of citizens agreed that no one municipality could deal with it.

Engineering studies also would recommend a regional
solution, but in 1955 there was no government with the.
authority to develop an areawide sewage treatrhent system.
Seattle could take care of its problems, but not those of

neighboring cities and sewer districts. There was no




provision in the law under which the county could do the

work or which would allow them all to band together in a

common effort.

At the urging of the Municipal League, Seattle’s Mayor / the waler at Wesk Point in 1963. The
Gordon Clinton and the King County Board of » | C ; 7"’”‘4“”‘ ended affer Metro built a breatment

Commissioners \ '/ ) ' ' plant ot the site to 'w/phce Z/re‘ outfall.

appointed a 48-
member citizens
group—the
Metropolitan
Problems Advisory -
Committee. With Ellis
as its chair, the.
committee went
looking for the g

answer,

Seatfle Times Photo
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The Legislature responds

obody thought it had a snowball’s chance.‘The
. Legislature in Olympia was rural, conservative, $us\picious
' and didn’t care a whole lot aboutSeattIe’s problems.
.

But there in the, Iegrslatrve hopper for the 1957 session was

a bill allowing the creat|on of . metropolitan districts and

giving those districts authorlty to deal with six urban issues:
“public transportation, sewage disposal water supply, |
- regronal parks, garbage disposal and comprehensrve “

plannrng

The Metropolrtan Problems Advisory Committee had looked’

at metropoIrtan -type governments in the Unlted States and
Canada and had focused on one in operatron in Toronto. '
~Members of the committee, |ncIud|ng Ellis, C Carey
Donworth (a Seattle busmess management consultant),
Kirkland Crty Councrlmember Al King and volunteer-
attorneys Bob Beach and Ray Ogden labored evenings and
~ weekends around Ellis’ kitchen table draftrhg legislation.

”1t was an unusual response in the number of people
attracted to support a cause " Donworth would recaII\.

“They’ realrzed an rmportant th|ng was at stake

The draft legislation created a federation of exi;ting
governments to deal with urban/problems. The ,
metropolitan municipal corporation, as it was called, would
be governed by a board including ‘representatives of the
board of county commissioners and the mayor of the
central city. There also would be representatrves from city -

councils of each of the other large dities and one chosen to

-represent a group of smaller cities. It wouId have 15

members who would elect a charr

The law required a vote of the people to establish &
metropolitan district. An odd condition also required
favorable majorities within the central city and in the
suburban area outside the city. It was a condltlon that

would-make it- tough to create Metro i |n 1958 and to

i

‘ consolldate it with Krng County government in 1991,

Butthe bill was locked in‘a committee because its chairman :

was from Snohomi/sh County, which for years would have

an obsessive fear it would be overrun by a King County

metropolrtan d|str|ct Citizen proponents asked Seattle

" Democrat ]ohn O’Brien, the speaker of the House to help.

He did, by telling the committee chalr that none of his

other bills would reach the floor if the Metro bill were not

| ~




released. O’Brien had the clout, and the bill moved out to a
vote. In the Senate the legislation was sponsored by /
Senators R.R. (Bob) Greive and William Goodloe. .

Despite resistance from Eastern Washington legiélators, the
Metro bill passed the last day of the 1957 session. The
C|t|zens had done a good job in rounding up heIp Be5|des
o’ Brlen they had the support of newly e|ected state Rep.
Dan Evans who later would serve as governor and U.S.
Senator; Greive, who would have a seat on the Metro
Couhcil thro/ug'h his future election to the County Council;
Ed Munro, a ‘powerhouse Iegislator}whq also would be
elected to the Board of County:‘ Commissioners arjd sit on
the Metré Council; Floyd Miller, a lobbyist for Seattle who

would later serve the city as mayor and who would siton .

the Metro Counul and then Seattle Mayor Gordon Clinton

and the fuII City Council.

. Gov. Albert Rosellini, a Seattle Democrat, supported the

plan and signed the bill when it came to his desk.

Seattle City Councilmember David Levine \;v/as a strong
friend of the metropolitan proposal. At an éarlier closed
meeting of the council, Levine asked, “Is Metro really us?”
The answer was yes. “We’re inviting others in to help us?”
he asked. The answer was yes. “Do we have a majority on

the council?”” The answer was yes.
”If Metro is us, | don’t know why we're asking questions,”
Levine said. “It's pretty simple. We need it and it'is us.

There’s no reason to be against it.”

Ellis, who recounted the Levine anecdote, later would say

~ simply: “So we found ourselves with potent allies.”




Voters back Metro plan

lection Day. Sept. 9, 1958.

Fearful, optimistic, worried, on edge, proponents of the
creation of a 'metropolitén district in King County suffered
thrbugh the long voting hours of election day. The Metro
proposal had failed in a March‘special election because of
the dual-majority requirement of the state enabling "'Iavrv,\
and there was worry about what would happen if it missed
a second time. They gathered to éwait'election results,
hoping their campaign strategies had been correct.
“There was a fair amount of optimism,” said C. Carey
Donworth, because of changes made after the March
 defeat. Frankly, proponents had gerrymandered the
proposed metropolitan distri‘ct by trimming away huge
areas of south King County that had voted against it in A
March (many later would petition}to annex to Metro). They
also proposed givihg Metro only ‘o‘ne.function, sewage
disposal, instead of the three (sewéige, water supply,
comprehensive planning) before voters in Méfrch. In
addition, scientific and engineering evidence supporting
the Seattle area’s water-pollution problems and the need

for a regional solution continued to grow. ¢

.campaign, stretching almost

unnecessary.

Still, there was doubt as the
goo-gdos listened for election

results. It had been a long

from legislative approval of
enabling Iegislation‘ the year
before. Cri/tics were hostile.
The plan, some said, smacked
of super government, would

cost too much and was

Nicholas A. Maffeo, a Renton
attorney, was one of the most
vocal opponents. Hesaid the

Metro plan was “an unwarranted-attack upon our

- historical form of local self government.“’ Approval

would impose an overwhelming financial burden on
property, he said, suggesting the Metro proposal was

communistic in nature.

A~

Maffeo knew he needed more than words to make his

point. Appearing in a television debate with

proponents, he scooped a wet mess of algae from a jar

VOTE METRO

PRIMARY ELECTION SEPTEMRBER D
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and gulped it down——provmg, he j
said, that it wouldn t hurt you
Lake Washlngton itself offered
/ vivid evidence:i in support of
doing somethnng dramatlc
that summer of 1958. It
was a dry summer and
the lake level dropped.
Algae formed clots and,

mats.and piled dp on

rotted and emitted
putrid odors.

University of Washington
scientists had been Warning
- the take was in troﬁble for several
yyears. Dr. W.T. Edmondson, a !
zoologist and expert on lakes (a '
"’/Iimno|ogist) said the awful algae was Oscillatoria rubescens,
a life form that showed up in other lakes, partlcularly in

_ Europe, as they began to die.

Edmondson became a pomt man in the campalgn taIklng
and |nform|ng the public of the lake’s problems, telling
reporters and citizens that the phosphorous rich efﬂuent
from 10 secondary treatment plants on the- shore was -
causing the pfoblem. Hundreds of thousands Who turned

out for, the summer’s Gold Cup hydroplane races at Seward

the lake shore, where it |

/ o s - - /
: : /

Park didn’t need a scientific explanation—they could see,

and smell it, as they picnicked on the beach.

More weight was added to the proponents case in the
summer of 1958 with publlcatlon of the final draft of a }\“
regional sewerage study by the engineering firm of Brown
& Caldwell. The study, which hegan in 1956, was directed
by Harold E. Miller, formerly manager of a San Diego sewer

agency. Miller later would become Metro’s first executive |

director.

”All beaches within the area are subjectvto dangerous \
contamlnatlon ” the report said. Overﬂowmg sewers
contamlnated Lake Washnngton and Green Lake and the

discharge of treatment-plant effluent into Lake Washlngton

. "had pushed it td "the first stage of degradation due to

nutrient enrichment.”

Brown & Caldwelt warned that unless'changes were made,
the “inestimable value” of Lake Washington as a
recreational and scenic asset was likely “to be greatly /!’

\

reduced or perhaps lost completely.” -

The engineering firm and Edmondson provided greater

- detail to affirm a study by UW Prof. Robert O. Sylyester',

who reported in 1952 that bathing beaches were often
contaminated by bacteria from overflowing sewers and
septic tanks and that the biochemical condition of the ‘

water was not satisfactory.

/




Health officials warned-that children swimming at
" contaminated beaches couId become ill from exposure to
bacteria in the water. Parents worried the|r kids could get

meningitis or infantile paralysis (polro).

The Lake City treatment plant in*Seattle’s North End began /

operating in 1952; its'outflow doubled the amount of ‘
secondary effluent being discharged to’ Lake Washington. -
That immense flood of new nutnents obV|oust strmulated

growth of Oscillatoria rubescens.

R.H. Bogan, an assistant professor of civil engineering at
UW, added to the clamor for chan"ge: “The ideal solution
will be to carry all wastes from the Lake Washington

" drainage area to Puget Sound,” he wrote. The state

Pollution Control Commission, long-worried about the lake,

in August 1958 ordered that treatment-plant effluent be
sprayed on the land, not dumped in the water. Gov Albert
RoseIIrnl a SeattIe Democrat, said the lake’s cond|t|on
represented “a disgraceful 5|tuat|on” that posed a publlc-
health threat P

'>'Pollution Control Commission reports in 1955 and 195‘6
also had fueled arguments over lake qualrty The reports
warned that continued d|scharge of effluent would lead to

/ the uncontrolled growth of algae “which eventually erI

take over the Iake” e /

Everyone was saying the right thing. But it wasn‘t heard by
residents of south King County, particularly those who
didn’t see or smell the' lake. Their no vote in the March
1958 election was so strong the measure failed to win the
required favorable majorlty outside Seattle, although city

voters approved.

' Besides the obvious problems with the lake, several other

actions helped sWay voters in September 1958.

Metro, supporters persuaded the Robert Block family to
alIow their five children to appear rn a campaign photo.

The memorable photo—wh|ch was used in campaign
literature, on posters and on billboards—featured the kids at
Matthews Beach, .next to a sign warning not to swim there.
A second political event won the support of several
suburban mayors whose opposition had been strong in
March.\ ’ |

s
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Seattle Mayor Gordon Clinton told Ellis that suburban cities -

and sewer districts were left “holding the bag” in the

~ March electionbecause they would have wound up

owning useless treatment plants. He suggested Metro buy
them out. Further, the mayors'of BelIevue Kirkland, Beaux
Arts and Hunts Point called a press conference to o
recommend the size of the drstrlct be trimmed, that lts
authonty be limited to sewage- d|sposaI and that Metro be
required to pay for C|ty or sewer district systems it would

acquire. = ‘ : j
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Meatro in September.

informalion on Sepl. 8, 1958. ﬂn
aamw5oooadmm
“Metro March.” The supporters had plenty
fo cheer about the following day when
co&up&;azmwwwcf mapoﬂ&wl‘awta&lu/t

Kirkland Mayor Byron Baggaley, orlglnally an
opponent then campaigned strongly for the
September 1958 proposal K|rkland which had

voted no in March voted 2 to 1 for creation of

When Edward Logan, the county’é supé”rintendént
of elections, finished counting the Sept. 9 vote it |
was a clear and substantial victory for the citizens’
movement: Seattle Yes—58,617, No—15,693;
suburbs Yes—41,703, No—7,860.

Less than a year later, Metro would receive Look

magazine’s All-America City Award, long before it

" had poured a yard of concrete or treated a‘gallon

of sewage. The honor was not for improving water

qualityr, although those honors would come. It

“was for “progress achieved through intelligent

citizen a\ctlon
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Conduit, concrete \'and commitment

he Metro Council’s first meeting was Oct. 1, 1958,

about three weeks after voters said yes.

- On Oct. 6, 1958, C. Carey Donworth was elected chairman.

He would hold the post until 1980. James R. Ellis was
appointed legal counsel on Oct. 22, a job he would\\hold
until 1979. In December, Harold Miller was lured from the
directorship of the Pollution Control Commission (PCC),
where he had gone after completing the Brown & Caldwell
engineering study, to becorhe Metro’s first executive
director. Maralyn Sullivan soon was hired as clerk of the

council and administrative assistant to Miller.

Metro rented office space on the second floor of a bu,ilding

‘at 152 Denny Way, abO\}e a tailor shop. (The building is
“still there, on the corn‘er of Wajrrgn Avenue North.) Sooh
the small Me"tro staff was joined by employees of
Metropolitan Engineers, the joint Venturé hired to design
the system voters had approved. The firms were Brown &
Caldwell, R.W. Beck and Associates, Hill & Ingman and
Carey and Kramer. They all crowded into small work areas,
where the engineers set up drafting tables and unpacked

their slide rules and pencils.

N

7

eventually for the

In July 1959, Miller
brought a PCC
engineer, |
Charles V.
{(Tom) Gibbs,,
to Seattle.
Destined

Metro staff, he at first
worked four days a week at
Metropolitan Engineers and one day at

Metro. Within a few months he would be working full time

at Metro developing a water-quality-monitoring program;

~in 1967 he would become executive director.

e

Metropolitan Engineers would design four treatment

plants, more than 100 miles of large tunnels and
interceptor sewers and dozens of pumping static}ns. It
would take nine years and cost about $140 million to build

it all; of which Metro borrowed $125 million. (If it were to

“be done in the 1990s, the cost would exceed $1 billion.) At

- the same time, Metro began planning the 1962 takebven of

the treatment systems it would acquire from suburban
cities, Seattle and sewer districts.

Meeling
fo ditenid a
pending agency
diue cre, #am
left, fJames Ellis,
legal counsel;
Maralyn Sullivan,
of the council; C.
Caney Donworth,
Metra Council
c!tahmcm; and
Harold £. Miller,
Mebra execulive

17



With that takéover in
" sight, the staff
expanded‘. C.).
(Chuck) Henry,
Ralph Bd&klen and
Ted Mallory were-
hired to help begin
Metro operations "
july 1, 1962. They
scoured the\‘West
C/oast’for trdatment
plant operators who
‘would heijp run the -
district plants Metro
deIdacquire. 7
4 Miller hired Fred

lange from the VaIIe]o Cahf sewerage system to serve as

technical director. /

Metro also degan IeVying its $2 monthly sewer’charge on
July 1,'1962, taking note that the onglnal engineeting study
called for al$2.50 fee. Metro never dlrectly bllled individual~

»property owners for sewer service; it charged cities and

sewer d|str|cts based on the number of customers they
served, and those agencies collected Metro’ s fee as part of

" their regular sewer billing.

Ground-breaking’céremonies became common. The Metro

construction program was so vast that nearly every major

contractor in the region worked on one or more sewer
projects. Gibbs said out-of-state contractors also came_‘to

Seattle for Metro work. -

s
o7

.
J

Metro broke ground for its first major project, the Renton”

Tréatment PIant,r on July 20, 1961. The secondary treatment
plant would be built on 53 acres purchased from the Great
Northern Railroad and the Earlington golf course; the

Longacres race track-would be a neighbor.

During a ground-breaking ceremony, a fleet of convertibles
carried dignitaries through the 108inch-diameter sewer
pipes that Were to be‘/used |n the plant to illustrate the .
immensity of thé work Metro had begun. The plant, now
called the East Division Reclamatlon Plant, has an ultimate
capaaty of 144 million gallons a day. In.its first phase, the
pIanF would treat an average dry-weather flow of 24 million
galldns a day. | |

X
o

_ One of the toughest projects was a 3.3-mile sewer tunnel

run(ning\from Matthews Beach-to the North Truak' sewer.
Because it would be bored t\hrough deep, wet soil, the
tunnel would bg‘cohstru/cted under air pressure. The air
pressure, which wodld keep the water out, was regulated

b)}state law. \Engineers soon determined that working

~ conditions speaﬁed by the law were outmoded and

dangerous to workers and would cause s|gn|f|cant delays

and higher cost.

J
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WGAMO;&@W e/we,l/m‘,
whe became Weler Pollution ewhalfbapmbmt

dinactory Gred Lange, wha relined ot Metho's tocornd.

eneculive direclor in 1967; 7am¢¢644 wha
dmeM.ﬂangeaA%mewwfaa and Bob
.L’oamu Jmecfoaa%@madﬂ&mndha&ae
Serviced.

Metro convened a symposium of experts who
recommended changes. The Legislature agreed and the
tunnel was built on schedule under air pressure of as much
as 32 pounds per square inch at a cost of $6.7 million. .
Metro built about 10 miles of tunnels under new
regulations of the state Department of Labor and Industries

“without a fatality or claim for permanent injury.

Everyone working'in the tun'nel, includihg casual Visitors,

was required to have a physical examination first. And

“everyone finiéhed up a tunnel visit with a long sitin
a decompressmn chamber which ellmlnated
the p055|b|I|ty of the bends a palnful and
crlppllng ailment common to tunnel
workers and divers. After working four
hours in the tunnel, workers

decompressed for three and a half hours.

To move sewage from the Kenmore area to the

“tunnel entrance at the Matthews Beach pumping station,

Metro built a seven-mile-long underwater pipe along the

shore of Lake Washington and planned to add a second -
line in the future to serve increasing populétion. The pipe,
supported by concréte‘ pilings, was built offshore to avoid

tearing up neighborhoods. , [ ~ y

As Metro continued planning and kbuildrirng, it also began
finishing things. In ]uly\ 1962, it dedicated the small
Carkeek Park Treatment Plant with a beach party for

children. In October, Metro acquired West Point—where

* R.H. Thomson’s sewer still spilled raw sewagye on the

beach—from the U.S. Army. |

In February 1963, the first treatment plant effluent was
diverted from Lake Washington, and in April the Richmond

'Beach Treatment Plant was completed. In July, a contract

~was awarded for the $12 million West Point Treatment

Plant.
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Workers position lo/oaélonyuc&am:;f
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People poWer,prevails

uly 20, 1966. At West Point, it was sunny and a fresh

northwest breeze blew across Puget Sound, ruffling the U.S.

flag that flew over the recently completed treatment ’plant
The media were there for the dedication, anng W|th Metro
and other government officials and a crowd of citizens.
Opening of the plant would end the water pollution that
began in 1913 when R.H. Thomson pushed his 12-foot-
diameter trunk sewe/f th’:rough the bluff and raw sewage
) byegan flowing,,inr;é shallow water just offshore.
Gov. Dan Evans, \//vho‘rhelped ,gwiné pass/e;ge of‘the Me/tro
- enabling ad asa freShfnan Ieg\islatorrin 1957, was there.
Dr. W.T. Edmondson, the UW scientist who identified /
Water-quality problems in Lake Washington, stood in the
crowd, along with unselfish citizens who worked for years

on behalf of clean water. N R
: ‘  / ) o . .

Nearly 13 years after delivering the YMCA speech that

- started it all, James R. Ellis used the dedication ceremony to

honor volunteers who helped in the creation of Metro.

“This is a fitting dedication because it recognizes that many
people made it possible,” Ellis said. “Ten years ago this -

concrete and steel was a will-of-the-wisp and these miles of

- great tunnels and pipe were a fragile idea. It took many

people to spin that idea into a‘concept and many more to
transform that concept to this site. - (

N

“The bridge to this time and place was not built by power,

‘nor by wealth, nor an established elite. In plain truth, it was

built by the citizens Qf people no larger'than ordinary life.”
Speaking from the heart, Ellis lauded the citizen effort.

“We are transients on these hills and shores and the waters
are not ours to spend. Ten years ago the urban drainage

basins of the nation were heavily polluted.

”Today most of these waters have gone from bad to worse
—but not here. Today most of the nation’s press are looking

for scapegoats—but not here. Today most local councils are”

¢ still waiting for someone else to do |t—but not here.

“Here we watch a welcome tu‘rning point in the > story of our

lakes and rivers and inland sea. Here we mark some proof
that urban man can live and work in a beautlful land

without destroylng beauty.” ;




~

rom the beginning, thfough Metro’s assumption 6f public
B y
transit responsibilities in 1973 and until the very end, the ethic was

there: “Do better than promised.”

It guided Metro and its staff for more than 35 years. It stimulated
12-hour work days, often stretching across six or seven days a .

week. 1t built a waste-disposal system and a mass-transit system,

|
N

both among the best in the nation.

It instilled a sense of self confidencé, a spirit of determination and a
commitment to quality that led to the deeply felt belief that Metro
could do anything—and do it right. it led to an attitude critics one

day would condemn as arrogance.

“It came from Jim Ellis,” said Penny Peabody, who began work at
Metro as a public information officer and who would later become
chair of the Metro Council. It was made part of our culture and it

was put into practice by Tom Gibbs.”

There was no class on the Metro ethic for new employees. “It was

there,” said Gibbs, who'joined Metro as a young engineer and

S Creating/ther can-do ethic

who became its third executive director. “Hal (Miller) drummed it

-into me. We set tough goals and then beat them.”

Richard Sandaas, a forme:r Metro CoUnciImefhber and Metro
executive director, said: “The ethic allowed Metro to depart from
traditional wéys of doing things. We had the accbﬁntability to get
things done, we also had the ability to map it out. We had the
opportunity to take risks. We capitalized on that.”

In a sense, it was like a campai’g"r"l, said Aubrey Davis, a Mercer
Island resident who chaired the Metro Council’s Transit Committee
during creation of Metro Transit. “All the people knew what had to

be done, wanted it done well and could see progress.”

Metro has done reasonably well, Davis added. “That has led to a

 higher sense of satisfaction than many government activities can

afford.”

Ted Malfory, a retired Metro technical services director, said staff

“regularly met with Ellis in the early days, when Ellis was Metro’s

legal colnsel. He credits Ellis and Miller for instilling the ethic in

!
|




the small, young staff. “They both were very dynamic and positive
and had great expectations of the Metro staff. They expected 150

percent every day,” Mallory said.

For Gloria Overgaard, manager of transit operations, the ethic

meant service. People worked whatever hours it took to do the job.

8 i : .
“There was a tremendous sense we were there to serve the public

and we would do ‘whatever was necessary.”

When Mike Bergman joined the transit development staff in 1980
no one told him there was an ethic to be heeded. “But the work-
place ethic sunk in over time. 1t was an ethic that encouraged

ind’épendence of though‘t.”

For Bob Matsuda, a 30-year employee who retired in 1995 as

special projects and research coordinator on the water-quality staff,

the ethic was represented by a pride in the ageﬁ/cy‘and in its
accomplishments. “People felt what they were doing was

“ important. There was a strong sense we were stewards. The people
paid us, we ought to do |t | learned through observation; it was a
culture that was very obvious. We were not told ‘this is how you

"

will perform,” but it was an observed éxcitement, a new challenge.
i 3 ‘ :

. Daryl Grigsby, who became director of Metro’s Water Pollution

Control Department in late 1993 after working for the city of San

Diego 11 yéars, is convinced the ethic still exists.

”I thought | had a good-grasp of how local government work§,” he
said. “Coming to Metro was an eye-opening experience because of
the quality of the people and their dedication. Being part of an
organization that makes a difference to the whole region and

having a legacy of things to look back at is definitely energizing.

“Most wastewater utilities just do their thing. But here it's being
part of the group that cleaned up Lake Washington and Elliott Bay

and is still making major contributions to Lake Sammamish and the

‘Duwamish River.”

Ellis acknowledges impésihg the ethic on the staff. “If you do
something you promised, it's not news. If you do more, you get

public credit.

-
/

I wanted government to be trusted, and | was no more idealistic

than Miller or Gibbs. It was like a crusade, the meetings when we

talked about how we could make things different.” ’

_Ellis remembers “that engineers said it would take 10 years to carry

out the plan to clean up Lake Washington, Elliott Bay and the

Duwamish River.

s

“| said, we promised 10 but let’s do it in nine.”

And they did.

25 ’
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A clear victory

ne of the easiest ways of determining the relative
health of Lake Washington is simply to ook down into it. If
you'‘re close to shore and the water is clear, you!ll see rocks
and sand and maybe sbme plant life, as well as debris
tossed in by shore-side strollefs. There may be a small fish

or two.

It's harder in deep water, where there’s nothing to‘)be seen
- but the water itself. To determine how clean deep water is,
scientists for years have gone out in small boats and
lowered a simple white eight-inch disk on the end of a
string. They measure how much string they pl/ay out before
the disk disappears and then make some conclusions about

cleanliness and quality.

In 1950, University of Washington scientists could see the
disk when it was 12 feet deep and felt satisfied the water
was clean. By 1962, when 10 treatment plants around the
lake were dumping 20 million gallons of effluent into the
lake daily and providing phosphates on which aIga’é |
thrived, the white disk disappeared in the organic murk-at

about three feet. In 1966, it faded from sight at two and a

half feet as the algae population grew thicker and the water

looked like thin pea soup.

“

In 1963, Metro began piping lakeshore treatment plant
effluent into new interceptor sewers as part of its $140 |
million campaign to clean up the lake, the Duwamish River
and Elliott Bay. Some subtle improvement in water quality .
soon was noted. The last of the old treatment plants was |

c‘Iosed in 1968, and the flow of effluent into the lake ended.

Scientists were ready for a slow but sure recovery of water

quality.

If came quickly that summer, however. UW scientists, led
by Dr. W.T. Edmondson, could see the disk at a depth of

nine feet. It would get much better: in later years the disk

routinely would be visible at depths.of 17 to 20 feet, with' a

maximum depth of nearly/25 feetin 1993.

Unlike algaé, which assails the eyes and the nose, some
factors of water quality are invisible and cén ohly be
measured in the laboratory. Phosbh“orous; the element from
treatment-plant effluent that fertilized algée in Lake ’
Washington, was found in concentrations of 70 parts per
billion in the 1960s. That was enough to feed the fantastic
grthh of algae thét gafkened the water and washed
ashore to rot and smell. After the last lakeéhore treatment

plant was closed, the concentration of the chemical

- dropped quickly to about 16 parts per billion, a level

maintained into the 1990s. Algae’/sightings became rare.




- Protecting area waters

Vater quality along Seattle’s waterfront improved
dramatiéally, Iite‘rally overnight, as Metro completed its
interceptors and halted the discharge of most raw sewage
into Elliott Bay. In 1970, with closing of the city’s old k
Diagonal Avenue treatment plant and completion of the
Elliott Bay interceptor sewer, dissolved-oxygen Ievelzs' in the
Duwamish River estuary soared from a low of three tenths
of a milligram per liter to more than four miltigrams per -
Jliter, creating a healthier environment for marine life. Other
improvements have pushed the dissolyé/d-oxygen level to"

" more than eight milliérams per liter in 1995, while
diversion of East Division Reclamation Plant effluent from

" the river to Puget Sound virtually has eliminéted ammonia/’

in the'river. ) )

; Compleytioh of the Elliott Bay interceptor “made Seattié's

commercial waterfront one of the cleanest in ’the World,"

Metro said'modestly in a 20-year review published in 1979.

Metro’s work attracted favorable comment fromTV -

.- hewsman Walter Cronkite and from national magazines.

Time magazine said in/early;1'969: “Unlike most cities, .
Seattle is‘doing something about the mess ... Metro
succeeded in less time and at less cost than had been

expected.”

Underwater surveys and lab analysis of water samples from

West Point showed similar improvement after the new

' treatment plant ended the flow of raw sewagefontc; the

beach. The concentrated flow of effluent from the deep
outfall pipe was causing no harm to the nearby marine |

environment.

Much of Metro’s first work had been completed on or
ahead of schedule. The cost was within 2 percent of

estimates made in 1961.

Surely, Jim Ellis’ early dictum of “doing better than

promised” had been met. But the work was far from
complete. The continued protection of Puget Sound and
freshwater lakes and rivers would consume much of
Metro’s time and effort and nearly $2 billion over the

agency’s lifetime.

Metro would spend more than $300 million'on pipéline
extensions, red"uction of éor'nbined-sewer overflows and
other system improvements in its second-stage program,
which began in 1966. Paying for the work required the first
increase in Metro’s sewer charge. The fee was bumped
from $2 a month to $2.75 in 1971 and future increases .

would follow.




The cost of the third stage, whicH included moviqg the East
Division Reclamation Plant outfall from the Duwa‘mish River
to Puget Sound, was $267 million. In 1995, Metro was in

the midst of its fourth stage of work, which is highlighted

by reconstruction of the West Point Treatment Plant to
provide secondary treatment. The fourth stage will have a~

final cost of about $1.3 billion at co‘mp\let’ion.

Keith Purves Photo
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Forward Thrust: successes and failures

n 1962, just as Metro was beginning to build the sewer

lines and treatment plants that would clean up Lake .
Washington, four small towns proposed Metro be given

transit authority.

Under the law, Bellevue, Lake Forest Park, Medina and

Beaux Arts had enough clout to put the proposal on the

September ballot. But they didn’t have the political muscle .

- to getit passe"d, and the mea‘sure was voted down, the

victim of little s‘\L‘Jpport and public disinterest. After all, the
region’s. attention was focused on the Seattle World's Fair
that sum/me[ and fall and e\%eryone was impressed that the
recently opened Interstate 5 freeway had handled the
crowds of motorists bound for the fairgrounds without

many of the traﬁic‘jams that had been forecast.

Jim Ellis, the father of Metro and its legal counsel since
1958, looked around in th‘é 1960s and saw other'regional
problems that needed attention: The area was short of
parks and public swimring pools, its art:erialfstree’ts were in
poor condition and blighted by telephone and power Iiﬁes,
storm-drainage systems needed significant improvement, -

. N .
and, of course, there remained a need for a regional

transportation system. Ellis, too, was concerned about
preserving open spaces and greenbelts from the suburban

population that was surging toward the Cascade foothills.

With the support of other civic activists and key business
and governrrient Iead’ers, Ellis created a group that would
be"called Forward Thrust (his wife, Mary Lou, suggested
the name) and he became its president. The committee
would identify community needs that would cost $5 billion

to satisfy.

In 1968, Forward Thrust sponsored ballot propositions

totaling $819 million, the equivalent of several billion

_dollars in the 1990s. Voters approved spending $333.9

million, including $40 million for the Kingdome and $118 ’

million for parks and recreation needs.

A transit plan costing $1.15 billion and including 49 miles
of rail on legs to Ballard, northeast Seattle, Bellevue and
Renton was part of the Forward Thrust package. It réceived
a favorable majority of 50.9 percent, but state law required
a 60 percent majority to pass because the local share of

$385 million was to be paid from excess property taxes.




Forward Thrust returned to the ballot in 1970 with a
second package of improvements costing $625 million. It
included $440 million for a $1.3 billion rail plan nearly k
identical to the 1968 proposakkl, $80 million for stormwater
control, $55 million for community centers and $40 million
for public-safety buildings. As the second Forward Thrust
program began taking shape, the Boeing Co., Seattle’s
principal employer, began making huge cuts in programs
and payro" as airlines suffered through a severe recession
and canceled airplane orders. Boeing was building a

supersonic transport, also canceled.

Boeing employment in Washington was sliding rapidly
from a high of 101,544 in January 1968, to a low of 37,200
in October 1971. Those who hadn’t béen laid off feared
they were next. Billboards urged the last person leaving

Seattle to turn out the lights.

Because of the bleak economic ‘climate/, voters were
frightened about losing their jobs, keeping their homes and

buying food for their families.

New taxes for civic improvements were not on any priority
fist, and not one Forward Thrust proposal passed. Citizen
activists will'remember that day in May 1970 as the
dreariest and most disappointing in King County election

history. Only 46.3 percent voted for the transit plan, and

$300 miltion in federal funds promised Seattle instead went

to Atlanta, which built a rail transit sysfem.
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Signed and ready to roll, bosses auwait the fonst day of Metro Transit operations an Jon. 1, 1973.
Applying the new Mebro logo are Graver McCoy, left, and Vic Citron. -
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Jerry Gay/Seattle Times Photo




Metro Transit gets rolling

esplte the disheartening 1970 defeat of the rail
plan, the region did not he5|tate in movmg forward W|th

new transportation efforts.

|
i

In early 1971, the Métro Council‘agreed it would operate a
regional bus system if the state would autporize a tax
subsidy. Councilmembers were convinced by the failure of
the Forward Thrust proposals that property taxes could not
be used to pay for mass transit and that another subsidy

was necessary.

A citizens’ committee chaired by \Republican ‘Joel Pritchard

(Washington’s Iieutenaﬁt governor in 1995) and Democrat

David Sprague (a Seattle businessman and former legislator -

:;kwho wolld serve-later as chair of a transit advisory

committee) recommended Metro be given authority to levy .

(voters willing) a sales tax of three tenths of one percent. .
The committee and others worked hard in Olympia. The '
Leglslature, prompted by Sen. R.R. (Bob) Greive of West -
Seattle, gave Metro that authority in its 1971 session,
sparklng a new round of pIannlng fora countyWIde bus

lw

operatlon

93

Unlike the top-down process used in the Forward Thrust
campaign, the effort to develop a plan for an all-bus system

became a'/grassroots planning effort. Leading the charge

~ were Larry Coffman, who worked as Metro’s sole transit

planner, Wally Toner, a Seattle consultant, and Wally
DelaBarre ahd Arnold Cogan: of Daniel, Mann, Johnson &
Mendenhall (DM]M), the firm hired to designithe regional
bus wplan. The group enlisted the public in drafting policies'

and standards and drawing bus routes.

Toner searched through' county election records for the ]
names of those who voted often and particularly in off- -year'

school and special electlons "The theory was that people

~ who voted schools and off-year elections con5|stently were

the financial well spring of the community,” Toner said.

Although targeting specific audiences is common in

political campaigns of the 1/‘9905‘* itwas an unusual
approach then. Toner developed the tactic in 1971, based
on communlty organlzat|on work he had done for VISTA in.
the late 1960s. '
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Ten thousand good voters received personal letters inviting

them to a series of 50 planning meetings in 10

communities around the county.

Metro oﬁiciéls,'members of DelaBarre’s staff and Metro
councilmembers attended meetings in schools, churches
and community centers that attracted up to 50 people or
more. Citizens drew lines on paper, recommending routes,

and prokposed policies they thought would make a bus

system work for them.

~ The principle, Toner said, was “that no campaign can shine

up a bad ballot measure. If the people haven’t had a hand
in developing the ballot measure, there is a good chance

they will reject it.”
. Ve

The plan written by DM]M drew on Seattle Transit
procedures and plans and citizen ideas, but it also offered
some dramatic new approaches to bus service. While

Seattle Transit pioneered express bus service, with its Blue

Streak run from a Northgate park-and-ride lot to downtown

Seattle, Metro Transit would have 25 express routes
covering 650 miles. There would be 850 miles of service on
100 local routes, which would feed the express system and
circulate in neighborhoods. Ridership would reach 57

million in 1980, the plan predicted.

DM]M proposed a series of “Freeway F‘Iyer” stops on-
freeways at which express buses would stop to pick up
passengers transferring from local buses. In’addition, it
called for 1,200 bus shelters and 50 park-and-ridé lots with
16,000 parking spaces. The DMJM system required more
transfers, which upset some riders accustomed to riding
without transfer from their home neighborhood to jobs and

shopping downtown, but it promised to speed service.

S
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Voters approve transit plan

n September 1972, voters authorized Metro to take on
the challenge of building a new countywide bus system
and approved a sales-tax ihcrease of three tenths of one
percent to pay for it. (The Legislature in 1969 promised to
share revenue from the state motor vehicle excise tax with
tranSIt a promise Metro eventually would go to court to
enforce.) Approval of Metro Transit and its new tax base
was the first time voters had said yes to a transportation
measure since 1918, “when’city residents approved the
purchase of the privately owned Seattle Electric Street '

Railway.

Among those surprised by the election were Metro officials .

who really hadn’t expected the measure to pass.

~ Although the Metro Council and its staff had. done Ilttle
pre-election planning for how a merged, countyW|de
system would function, they rallied quickly. Under the
direction of Charles V. (Tom) Gibbs’ executive director of
Metro, and Mercer Islander Aubrey Davis, chair of the
council’s Transit Committee, Metro put together a 100-day
campaign to build the new system.

Niew routes were planned an;d schedules were written.

Metro officials figured out how to take over p'u‘r/&hasing,

personnel and other front-office chores from Seattle Transit

' ‘and Metropolitan Transit. Tom Gibbs, Jim Ellis, Metro’s

legal counsel, and Dick Page,\a former deputy mayor of

Seattle working as Metro’s director of Public Services,

‘ negotlated the purchase of the city transit system for $6.5

m|II|on with the money to be spent on transit
|mprovements within the city. Metro paid $1.2 million for
Metr‘opolitan Transit Corp. Bus drivers got in their cars and
made trial runs on the new suburban routes they would be

driving. it was a fire drill,” Gibbs said.

Davis balanced his business, position on the Mercer Island,

City Council and transit duties during the frantic 100 days.
“1t was a shotgun marriage,” Davis Would say of the
merger. “We didn‘t have the Iiability of knowing what
wouldn’t work. We broke quite a few molds and made
some m|stakes "

Gibbs,ﬁPage and other Metro staffers knew little about bus

operations. “We were so naive that it never occurred to us

“we couldn’t make it happen,” said ‘Penny Peabody, who

was Meétro’s media representative then and the first woman

hired by Metro for a nonclerical posftion.




Seattle Transit employees naturalrly were concerned about
their future. Their worry was hot about their jobs, which
were guérénteed by law, but about what it would be like
working for another agency whose skills were in water
poIIutlon control and whose Ieaders knew nothmg of their

transit tradltlons

“Emotions were very similar to those felt now,” said Jim

" Patrick shortly before the merger of Metro and King County

was completed in 1995 “1t was a natural reaction to
significant changes in our lives.” Patrlck started work as a
driver for Seattle Transit in 1960 and retired from Metro )
more than 30 years later as deputy executive director.

To Patrick and others, however, one\advantageWas clear:
Metro Transit would be financially secure, compared to"/the
Seattle sYStem,’ with sales and vehicle excise tax revenues
flooding in. The tax receipts, more than $15 million in 1973
the first year they were collected, would allow transit to

prove it could do the job.\“‘

A necessary task i in the first 100 days was namlng the
consolidated system. There was a contest and scores of
names were offered, both goofy and inspired, including
Clear Water Transit Works, Blue Streak Transit, SeattIe-King
County Metro, Komet, Kismet, KART, KAT a‘nd Rainwater

Highball. But the simplest won.

[

Another challenge facing the new System was the
development of a common ‘color sc‘:hetne for the bus fleet.
Coaches inherited from Seattle Transit bore several' colors
including red-and-gray and green -and-white patterns.
Metropolltan Transit Corp. buses were painted “army
green” and white. At one pomt in Metro Transrt s first days
there were 15 color schemes on transit buses working in
Seattle, said Jess Dawson,.who was su'perintendent of”

equipment then.

. Aubrey Davis thought Metro Tran5|t would use blue and

_green pamt on its buses’because they were Northwest

colors But committees and citizens had other |deas The

first new Metro buses, built by AM General, would come

pamted whlte brown and ochre. The or|g|nal pattern had

swooping curves of color that were difficult to paint and

'}whichsoon became straight bands. With the planned

repla'cement of almost its entire diesel-bus fleet, Metro in
1995 decided on a new color scheme, combining vivid
yellows and Northwest blue-greens. The design and color

scheme were recommended by a team composjed of the

Metro Arts Corhmittee, Metro employees and the pu/yblic.

Publie approval of the new transit system came in the nick

- of.time. The Seattle bus system slowly was going broke. It

had last bought new buses in 1963 and the cash held for

new equipment had been spent on operationﬂs. In 1971',

~when Lloyd Graber retired after 30 years as manageyr of

Seattle Transit, the system had a deficit of $1 million. It was




a-difficult time for a system that was proud of having

~operated on cash from the farebox for most of its history/;

The Seattle City Council imposed a 50-cent monthly
household tax (after voters forced the repeal of a $1 tax) to
help support transit and directed the city’s lighting
department to collect it. City Light, unhappy at raising
funds for buses, marked the transit tax‘clearly on its bills,

which ‘many refused to pay. -

Bus patronage was dwindling as freeways and a second
Lake Washlngton brldge were built and families scattered

into suburbla beyond the reach of existing transit service.

During World War 1, Seattle Transit carried 300 million

riders a year because gas rationing forced workers to leave
their cars at home and'run for the bus every morning. By
1953 ridership dropped to 64.7 million. In its last year,
1972, Seattle Transit counted barely 30 m|II|on riders. The
system-was in a spiral of failure: When it cut serviceto.
reduce costs it lost paying passengers, forcing additional
reductions in bus hours and miles, which/cost if/more rieers
and revenue. \

The'average bus was about 19 years old. Seattle was
operating’trolley buses that were bﬁilt in the earIy 1940s
and a fleet of gasoline-powered buses boa\‘ght in 1952 that

had logged nearly one million miles each. The big diesel

coaches it had aceuired a decade earlier for the Blue Streak .

-, skilled and professional team of

. King County was subsidizing Met‘ropollitan\, handing'over

freeway express service offered
the only hint ofkmodernity; other
than elect}ic trolleys, only they
had the horsepower to climb
Queen Anne Hill with a load of
passengers. It was amazing the

system held together, but a

transit mechanics and operators

kept it rolling.

Clearly, Metropolitan Transit
Corp., the private bus line ,
offering suburban service, was in
worse shape. It operated a fleet

of tired and.dilapidated highway

coaches, many of them worn out

- at least once in previous Greyhound service. Metropolitan Brill ﬁﬂl&uf dutes,

Transit Corp. didn’t have a decent bus barn:it operated - buill in the e"”j‘f
from‘a former taxi-cab garege on South Dearborn Street on, 19404, were
the edge of Seattle’s Internat|onal District.. Metropolltan md‘f W: )
drivers frequently serwced thelr own buses and many drove: ™ W Seallle
them home at night. ' Tnandil when the

<Waw¢ﬁwéaw%
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just enough cash to keep the buses roIIing untiI Metro
Transit could move in, plenty of money in |ts pockets and

buy up the falllng company.



40

| Ridership gains and growing pains

arly in 1973, Metro began a natidnal search for its
first transit director. Carle Salley applied, came to Seattle
from Pittsburgh and charmed the socks off the selection
committee. "

A

A true bus fanatic, Salley had a friendly smile and a bushy

blond mustache. He will be remembered for several things:

shaping Metro Transit by p]anning the purchase of the
nation’s first fleet of articulated (bending) buses and for

drafting specifications for a huge fleet of buses so different

no-one would build them.

Metro officials, in campaigning for voter creation of Metro
Transit, had promiséd they would buy nb more die:sel
buses. The old buses then in service had ankle-level exhaust
pipes that blasted people on sidewalks with diesel smoke

and odor. They were very unpopular.

Salley seized on that promise and added more as he began
drawing plans for a fleet of new buses: lower floors, wider
doors, bigger windows, huge destination signs,/ quietér
engines. There would be articulated motor coaches and
trolley buses and standard-sized buses. Manufacturers

would be asked to bid natural gas engines.

“He was a good hands-on person, creative and innovative,”’
said Aubrey Davis, Transit Committee chair. It was Davis’
feeling that Salley would have preferred designing buses to
operating them.

In the spring of 1974, Salley sent his specifications for 605
motor and trolley buses to more than 50 manufacturers. In
January 1’97_5,' Metro was embarrassed when not one maker
bid on any part of the big order because of the radical
specifications. Metro found itself buying most of its buses

from foreign manufacturers.




“We were not able to shape the industry by moving in
new directions,” Davis said. “We were not told there would
be no bids, but we got the signal we were doingtoo

‘much.”

Executive Director Dick Page said Metro would not give up
its effort to buy a better bus. Later that year, however, taced
with increasing ridership and a rapidly aging fleet, Metro
bought 145 AM General buses.

New buses for the growing Metro Transit system were
desperately needed. In late 1973, the Organization of
Petroleum Exporting Céuntries cut the flow of petroleum to
the United States, causing a national fuel-supply crisis. That
prompted Metro to add new routes and buy and lease used
coaches to serve the additional riders who flocked to Metro

buses.

The rapid increase in ridership was “a kick(in the tail and a
shot in the “érm," said' Bob Sokol, who moved from a
driver’s job to administration as the two systems merged in
1973.

Rick Walsh, a driver who would becon*/ue deputy director of
the Transit Department in future yeats, drove buses to
Seattle from California, Texas and New Jersey. The New
Jersey buses, to become kﬁown here as “Jersey Junkers,”
were worn out when Metro bought them. Half broke down

as Metro operators and mechanics drove them to Seattle.

Walsh remembers the old buses rattling into Seattle
carrying heaps of empty lube oil and transmission fluid

containers.

“We kept buses we should have buried,” Sokol said.
"Vehicle maintenance was and is sound, so there was time

to keep the old junk running.”

| Metro paid $8,000 each for the buses and then spent that

much more on repairs when they arrived. “They looked
nice, and they ran,” Walsh said, “and they helped meet a

13 percent increase in ridership by the end of 1974.”

For all the challenges and problems 1974 offered, things

+ got worse at year end. Local 587 of the Amalgamated

Transit Union staged a two-week strike, seeking better pay

~ and medical benefits. Metro was new to big union

negotiations; and the local was suffering from dissension
within its ranks. Young members formed the Ralph
Kramden Caucus (for the bus driver character played by
Jackie Gleason on the early, early black-and-white TV sitcom
“Honeymooners”) and nipped at the heels of the old-boy
leadership that worked out contracts and other issues with
Seattle Transit management over dinner and drlnks at the

Bush Garden Restaurant

With transit ridership on the rise, Salley persisted in his

efforts to find a better bus for Metro. He took Metro

cd’uncilmem‘b’ers and staffers to Europe to see articulated




buses in action and continued to perfect specifications for
Metro’s first buy of the unusual coac/hL He would be gone
frqm the agéncy long before the first M.A.N.-AM General
afiics were/delivered in 1978, but his insistence on

improved deslgn and capaaty would setve’'Metro weII in

the comlng years.

Another legacy of Salley’s tenure as transit dl rector is the
ride-free area in downtown Seattle. Mayor Wes"UhIman’s‘
office proposed th/at bus travel downtown be free. Salley
worked out the details, gave it the name “Magic Carpet”

and dey\iﬁed the scheme, still in service in 1995, under

which outbound riders pay upon reaéhing their destination.

That allowed buses to open both doors at downtown stops
greatly speeding up loading and unloading. In 1993 Metro
resumed collecting fares downtown during Iakte night and
eérly morning hours to give operators'more Control over

-+ who boards buses and to reduce the |Ike|lh00d of violence

against operators and passen\gers
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~ Expansion brings artics, part—timeydrivers

¢

bout 3:30 in the morning one day in 1977, Transit
Director Charles (Chuck) Collins looked out the window of
Metro’s old North Base (across from the Seattle Center) and

was amazed to see buses heading out.

Because he was in a contract-negotiating meeting with

Local 587 of the Amalgamated Transit Union, there were

With o warm handihahe, John Ven Dyhe, vight, it congnatiated as
W“I;M‘WMM’GW 1987 ceremony.
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plenty of transit administrators present. Collins asked why
buses were rolling so early in the morning when no one

was out waiting for a bus.
The answer he remembers: “We’ve always done that.”
Collins later discovered the early-morning runs were left

over from World War Il when the old Seattle Transit System

scheduléd early{t;gses to get Bremefton shipyard workers to

the Colman ferry' dock downtown. His staff dug through

‘Metro’s schedules and discovered similar oddball runs that

cost as much as peak-hour buses but producéd no riders.
Collins wiped them all out and added the hours of service

when people wanted to ride the bus. .

Executive Director Dick Page hired Collins early in 1976,
replacing Ca‘?le\SaIIey. Collins, an aide to King County
Executive John Spellh\an, moved his office only two blocks
from the Courthouse to Metro’s new headquarters in the
Pioneer Building. He had no transit experience.

Collins arrived to find the fledgling bus system in serious
trouble. It was facing a-deficit, the result of the addition of
new service without considering the long-range financial

consequences. The state Legislature was refusing to
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distribute Metro’s share of the motor
vehicle excise tax. There were discipline

problems and a high accident rate.

Rick Walsh, deputy transit director, was a
driver when Seattle Transit merged with
Metro. “In 1973, the system functioned
fairly well. There was a great spirit, a
hoidover spirit from Seattle Trensit. The
staff was very professional, tlhey had an

attitude they could get anything done.

“What suffered,.as in any rapid
expansion, was that you lose focus on
details,” Walsh said.

What Collins wanted, a"cco/rding‘ to
Walsh, was “more accounting and

professional management.”

Collins requested that Metro purchase all the articulated .
buses the agency could afford because the 60-foot bending
buses could carry 70 or more passengers and increase
productivity. Then, after a computer study of the contract
with Local 587, Collins took his most dramatic step: He
called for the hiring of part-time bus drivers as a regular

part of the transit work force.

memmwﬁw@w
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Part-timers would be paid only for the
runs they made in.the morning or
evening peak hours. They would receive
few benefits. Metro would enjoy cost
savings, and the'bus system 'Would be

more productive.

" "We operated a lot of the system two
hours in the morning and two hours in -
the evening, and we did it

economrcally, Collins said.

Penny Peabody; who served as executive

director after Page resigned and before Neil Peterson was

hired, said Metro was the first transit"’agency in the nation
to hire part -time drivers. “It just meant thousands of more
hours of bus service,” she said. “We didn‘t have the .
revenue to support expansion, short of cutting Seattle .
service to support suburban expansion.” |

VBy 1995, nearly half of Metro’s drivers were part-timers. The

" route to a full-time job begins with part—fime assignments.'




¢

; year. “Even with the artics, we could not get there,” he

- Despite ,,stiiff union resistance, which included ”sick—outs”
that shut down up to 25 percent of the system at times,

Collins won a contract allowing part-time drivers and

¢ imposing a-new discipline system. Coll'ins tied the change :

‘to the agency’s goal of carrying 57 "milli,on passengers a

said. “We needed the part-time drivers to make the goal.”
-Henri Hartman, Metro’s first woman“ base chief who started
at Metro in 1975 as a computer operatlons supervisor, sa|d
”Colllns would not take no for an answer. He wanted to

drag tr;anS|t,|nto the 20th century, and in three years he did it.”

Ct)llins continued to fook for Ways to improve. He stopped
hiring by seniority, hired outsiders and broke the mold of
middle management He created a ”war room” and a “hit
parade on whlch the route drawmg the most customer
complalnts was posted. The rule was a route couid stay on

the list only two weeks.

Even though he shatteréd many old transit traditions,

(

 Collins found much to admire in the veterans who came to .

* Metro from the semi- m|I|tar|st|c management system
developed by Lloyd Graber over 30 years as director of
Seattle Transit. ¥ '

) : \
“There were hundreds of those wonderful thlngs Graber -
left,” Collins sald “He wouldn't let a bus go out witha

scratch or visible damage. What was so much fun was

In 1977, the Metto Council boosted the base fare from 20

z

taking the best of two cultd‘k‘res and trying to mold one.' '
Thete was one that was thoughtful, imaginative and
committed. And there was one with a'lot of wonderful
operating traditions.” | /

A

cents to 30 cents to make the budget baIance and to pay

for service lmprovements Under Collins’ Ieadershlp, Metro

replaced its cumbersome 30-zone arrangement begun in

1973 with a simple two-zone system.

_Collins left Métro in late 1979 knowing Metro Transit had

'\exceeded its ridership goals. Passenger counts totaled 58.2

million in 1979 and 66 million in 1980, a doubling of . h

ridershipsince 1973.
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ver the years, Metro bought 1,455 new buses.
They included the first-ever articulated, or bending,

buses used in North America. The agency added a total

of 157 of the bending buses in"1978 and 1979, and 130

of them still were in servijce in 1995,

@

The fleet also includes 236 dual-poWer articUlated buses

used in the downtown Seattle transit tunnel. The 60-
foot-long tunnel buses WhICh have both dlesel and
electric motors, are built by Breda, an ltalian-

A

manufacturer of railroad cars and buses.

7

“Metro also purchased 109 trolley buses in 1979 for the

“rebuilt and expanded trolley system, the first such

renewal in the United States. Those buses, the flrst new ‘
trolleys built in America | in many years, suffered startup
problems but now are seasoned, reliable performers.
Metro’s fleet also inc’lu/des 46. 60-foot \be/‘nding trolleys
delivered in 1987 and 157 M.A.N. 40-foot ‘diesel"’buses.
In \o’ne of its iast;acts\‘in 1993, the Metro Council ordered

a fleet of buses that would burn natural gas and launch

Metro toward eventual conversion of the entire diesel

_fleet. Critics complained natural-gas buses would cost

|

Bus fleet grows to meet service demands

too.much and would do nothing to improve air quaylity,

but th,e‘council insisted.

Newly elected King County Executive Gary Locke,
‘however, canceled the natural-gas bus order and

~approved the purchase of a fleet of 360 clean-burning

diesel buses that will be among the most sophlstlcated
ever purthased here., 3 3 “

Y,
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ne needed to be hale ahd hearty to ride buses:in
Seattle in the good old days. You needed the ability to
dimb steep steps into the bus and then the strength to
hold on while it swerved through traffic. Bus design was

not done with people who used wheelchairs in mind.

In 1978, the Metro Councfl |eapéd ahead of the rest of thé
nation and ordered wheelchair lifts on a fleet of 109 new
trolley buses. In 1995, nearly 1,000 of Metro’s fleet of .
about 1,150 buses were lift-equipped and about 95 percent

of all weekday runs are handled by accessible coaches.

AM General won a contract in 1978 from Metro to build

the electric trolley buses. Ten trolleys were delivered early
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" Innovation drives transit system

7/

for testing and Metro discovered the AM Generql;installed

wheelchair lifts didn’t work. Metro told AM General to stdp

adding lifts to buses on fhe productioh line.

Ed Hall, a Metro engineer, began designing a lift.
Eventually, it would become an indus}ry standard and sold
nationally as the Lift U Lift. In 1979, Metro bought a fleet of
259 Flyer motor coaches and all came equipped with Hall’s
lift in place. Later, Metro would instai\I them on the trollé;/ '
buses and all of Metro’s lifts would be of Hall design.
Whilé mainline transit buses eq"uipped with lifts were at the
heart of Metro’s policy for aiding riders with disabilitieS and

elderly riders, it wasn’t enough. Not all passengers were

capable of riding standard coaches and some needed more

“personal and door-to-door service.,

In 1979, Metro Trénsit begah a program under which it
subsidized half the cost of taxi service for qualifying low-
income elderly and disabled persons. In addition, it began
door-to-door reserve-a-ride van servicel,,mostly:for patrons
in outlying areas. Non-profit social service ager;cies

operated the vans under contract with Metro.

Service to this.group of passengers was so important to

Metro that the Metro Council appointed a special Elderly




and Handicapped Transit Advisory
Committee to offer guidance on
transportation issues. Vanpools were
~ another innpvation designed to serve
those whose needs could not be met

with mainline transit buses.

Seattle started a commuter pool with
21 vans during the fuel-supply crisis
of 1979. It was transferred to Metro,
with 130 vans, in 1984. The system
expanded again in 1987 when the

‘ Boeing Co. transferred its fleet of 100

vans and 65 vanpool groups to

tn 1994, the van program tallied 2.7 million passenger
trips. Passenger fares, the sale of surplus vans, grants and a
self-insurance reserve cover all of the capital and.operating
costs and about 45 percent of administrative costs\. By

1995, more than 530 vans were in use.

Metro’s vanpool program twice has won the public
leadership award of the National Association for Commuter

Transportation.

Use of vanpools leaves a little more space on area freeways
and arterials for those who can’t give up the auto. Metro

estimates that.operation of 500 vanpools means about

aloard s W /an? 4‘4"“ the W In 1994, the system carried 730,000
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4,500 autos are left at home each day.
Again, recognizing that‘a regular 40-
~ foot bus doesn't serve every
comrn\\uting,need, Metro in 1977
began experimenting with what it
called paratransit service. Essentially,
it was bus service provided by smaller
venicles seating 55 to 24 persons.’

g
By 1995, paratransit had been
renamed subcontracted transit service
and Metro was operating 100,000

hours of annual service on 29 routes.

passengers. In 1992, Metro began
offering an experimental dial-a-ride
(DART) program in Federal Way. DART service began in the
Issaquah area in 1993, and in 1995 the Federal Way system
was modified tdal‘low the small buses to deviate from fixed

routes to better serve customers.

In 1995, Metro and Seattle began an experimental program

called LINC that provided neighborhood service in Ballard

“‘ ~using small buses. Drivers dropped patrons at regular

transit stops, or almost anywhere else they wanted to go
within the boundanes of the service area. That kind of -
service is expected to become more common |n the city as
Seattle develops the urban-village segments of its new

comprehensive plan.




n May 1974 “C’ounty Executive ’]oh’n SpeIIman launched
a trial balIoon Let us, he sald merge-King County and /

' Metro It was not the first trme it was suggested. It would
not be the last. Early in 1975, a Metropolitan'Study

/Commi‘ssion appointed by Seattle, the county and
suburban mayors recommended that all-urban areas be

placed under one government In essence, it was proposmg

a two-tier government: one to manage reglonal things, like -

water, transit, planning, sewage disposal, and a second - *

L i . . /
level of town governments to provide local services.

i

Other suggestions-continued to bubble in the political pot.
One proposal would have put the merger issue to the ’
public in a complicated two- vote process. Another |dea
quickly squeIched wouId have allowed the County :
Council, by a 5|mple majority vote, to take over Metro. It
was proposed by state Sen. Gary Grant who as a King
County councilmember in later years, contlnued to argue
for'a merger.

: Metro,’ other critics complained, had become a de facto’
land-Use planner because of the way it built new sewer

lines.

In June 1977, Gov. Dixy Lee Ray signed legislation
authorizing a merger election in November 1978, or later.
Then, in October 1977, a King County Charter Review

[

Merger proposal surfaces

N

Committee appointed by Spellman recommended merger
and creation of a 17-member Metropolitan King County
Council. The County Council f|nalIy scheduled a merger
vote for November 1979, }

Meanwhile, the Metro Council began lookinig at ways it

could reorganize to meet the criticism that it was not

- representative. Neil Peterson, Metro’s new executive

director, said a study showed onIy Seattle was.
proportionately represented on the Metro CounC|I with 40
percent of the county population and 40 percent of the

~ vote on the counC|I Un|ncorporated areas had 37 percent

of the popuIat|on and 24 percent of the council seats. Small

“CC|t|es had 17 percent of the population and held 32 percent

of council seats It would not be the council’s onIy such =
look at restructurlng o '
As the election neared, a citizens’ committee was formed to
oppose the merger, with Madeline Lemere as chair. She

had been part of the citizens’ effort that led to creation of
Metro in 1958. Gary Grant, however continued to argue
that the Metro Council was not accountable to voters.

On Nov. 6, 1979, it wasn't even close. County voters, well
aware of the water quality and transit work Metro had

done, voted three to one against the merger proposal. ~




to fight hungen.

Emplo f\ees show
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come together during the Seafain milk carton
derbyy race ot Green Lake in July 1989.
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Honors and awards

Over the yéars Metro received scores of honors and
awards, and many of its staff were individually

recognized for their accomplishments. They include:

1960
Metro and its component cities received the Look
magazine “All-America Award” for the citizen effort

creating Metro.

1983

Metro Transit designated as the best major transit

system in the u.s. by the American Public Transit.

Association.

1986
Honor Award from the Seattle Chapter of the
Amierican [nstitute of Architects for design of the

water quality laboratory.

1987
American Consulting Engineers’ Council gives its

Award of Enginéering Excellence to Metro for




engineering design of the Renton effluent transfer
system; the Pacific Northwest Council of the American
Society of Civil Engineers gives Metro its Achievement

© Award for the same project. .

Metro and Seattle honored by Washington
Environmental Council for their Hanford tunnel

separation project.

1988 , S
Metro’s vanpool program honored by Urban Mass

Transit Administration for its safety program.

~ U.S. Department of Transportation cites Metro
Transit’s maintenance program as the best among

public transit agencies.

The Waterfro/hthtreetcar receives an Honpr Award

from the Waterfront Center of Washington; DC

The East Division enjoyed a remarkable year: award of
excellence from the Department of Ecology; award of
excellence from EPA Region X; national EPA first place

award for ouytstanding wastewater treatmenjc/facility.

1989

West Division receives American Public Works
Association designation for a Project of Historical
Signiﬁcahce for cleanup of Lake Washington, 1959 -

1989; it also receives an Operations Award from the

‘Association of Metropolitan Sewerage Agencies.

1990

The Washington Society of Professional Engineers.
selects the downtdwn bus tunnei for its Outstanding
Engineering Achievement. B

, 4
The American Institute of Architects presents its

Commendation Award to Metro for tunnel station

design.

1991 ¢
The downtown Seattle Transportation Project receives
the American Consulting Engineers Coundil

Engineering Exceflence-Grand Award.

1992

",{For the second time, the American Public Transit

Association selects Metro Transit as the best major city

system in the United States.
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enlarge the capacity of the East Divition

“Reclamation Plant near Rendon. Work on
the $230 million ;Mofeol l-eqan in 1991.

Keith Purves Photo -
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1964. Jsaac laber became superintendent
C Water Pollution Conbrol Deparimen.
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n the 1960s, when Metro built its secondary treatment

_plant at Renton, anglers worried about how dischafges
from the new plant would affect fish |n the Duwamish

River. Metro prorﬁised the state that if the effluent became

a problem it would be diverted to“‘Puget Sound.

In 1980, as the volume of effluent was growing and the
accumulétion of ammonia and chlorine in the river became

stronger, Metro agreed it was time to go.

Engineers considered several afternatives, including a
- pipeline to Alki Point and a tunnel to Point Pully on the
Puget Sound shoreline in the Seahurst area. The tunnel was

~ significantly cheaper—$279 million-versus an estimated

$357 million for the Alki pipeline. Metrd chose the 6.2-mile- |

long tunnel. It would be 10 feet in diameter.

Residents of south King County efupted in anger. In July
1981, however, Executive Director Neil Peterson k
recommended a $531 million plan that included the
Seahurst tunnel, as it became known, and expansion of the

East Division Reclamation Plant at Renton.

The tunnel project failed both technically and politically.
About 500 people attended a public meeting in August

Pipeline project stirs controversy

1981 to protest the project. The‘route of the proposed

tunnel was uncertain geologically and scientists learned

that effluent from the outfall Would circulate around

Vashon Island, rather than be flushed out to sea.

.
P

Facing a 1986 deadline for completion of the so-called

effluent transfer system, the Metro Council early in 1983

' aba\ndoned the Seahurst tunnel idea and ordered the \

construction of an 11-mile pipeline under the Duwamish

River and along West Marginal Way South and Harbor

. Avenue Southwest to a deep-water outfall off Duwamish

Head. Refined en\gineéring estimates were $202 million for

“the Duwamish pipeline and $179 million for Seahurst.

i

The effluent transfer system, which includes a pump

 station, force mains, tunnel and outfall, was finished'in

March 1987—a few months late but still ahead of the fish
runs in the river. The project, which presented significant
design and éngineéring challenges, illustrates Metro’s ‘

ability to get the job done. With the east division plant’s

* effluent diverted to Puget Sound, the Duwamish River saw

marked improvement. Ammonia nearly disappeared from

the river and oxygen levels improved significantly.




Debate oversecondary treatment

etro’s sewage treatment plants at West Point,

Carkeek Park and Alki were all built to provide primary

treatment of wastewater. Primary treatment removes about .

“half the solids in the waste stream through skimming‘and
settling, followed by chlorination of the effluent. Secondary
treatment removes up to 95 percent of the solids in the
influent through a more complex process and chlorinates

~ the near|y cIean I|qU|d discharged through theoutfall

Metro made the decision to prowde only, pr|mary treatment
at these marlne plants based on the best scientific
information available. Metro engineers and public officials,
reasoned that it just didn’t make sense to spend more

money’on secondary facilities.

The secondary-treatment issue‘iay dormant until passage of
the Clean Water Act of 1972. The act required secondary

treatment at all wastewater plants in the United States.

“Metro, working with a group it helped form, the )

\
v

Association of Metropolitan Sewerage Agencies persuaded \

Congress to amend the Clean Water Act in 1977 to waive
: secondary treatment at plants that could prove that

discharge of primary effluent was not harmful.

{ N 3

Metro struggled with the waiver issue and proposed other-

treatment processes that would méet federal requirements

of providing “the best avaitable treatment of wastewater to

make all waterways fishable and swimmable.” Engineering
studies conducted at the time |nd|cated secondary

treatment would cost up to $24O million at‘West Point'and

_increase the sewer rate by several dollars a month.

J

Yo

“It really wasn't important to this community (at that time)

to spend money on secondary treatment,” Metro:Executive

'Director Tom G|bbs said shortly after he left Metro in 1974.

p

In the coming decade, scientists conducted further studies
of Puget Sound to determine if secondary‘treatment"WOuid E
be beneficial. The research found increasing levels of toxic
materlals in the waste stream and in marlne life, mostly ! |
heavy metals such as copper, zinc and Iead The studies
concluded that secondary treatment, along with. -
pretreatment of industrial waste before discharge to sewers,
would reduce the level of toxins in Puget Sound! -

L

.
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~ . of the cost..

ug. 9, 1984. It was a nice summer day and the,
Metro Councrl s Water Qualrty Committee was conductrng

a workshop inan unusual place, the University of

, ,Wash|ngton waterfront activities center on Union Bay. It

was a pleasant settrng, with large, old trees and green. fawn
sIop|ng to Lake Washlngton

The committee’s topic was the number one ongoing -

‘ subject at Metro: future levels ‘of sewage treatment.

The Envrronmental Protection Agency tentatrvely had

\ agreed to issue a secondary-treatment waiver for Metro’s

West Point Treatment Plant and had asked the state
Department. of Ecology for concurrence Ecology supported

the secondary—treatment;requnrement and had dlrected

. smaller communities to comply.

Congress had supported waivers for ocean dischargers but

in less than a week it SW|tched posltlon and said it wanted 7

secondary treatment natronally and. would pay 75 percent

J

|

i As the elected members of the Water: Quallty Commlttee
| gathered on the UW campus, it was clear the tide had

\
\

} and forth. Instead of being qushed drrectly to sea,

i

turned. At the workshop, the councllmembers learned that

‘water-qualrty studies had shown-the presence of toxins |n

the outfall near the West Point Treatment Plant

Additionally, councrlmembers were told that other studres s

had changed scientists’ views of how Puget Sound was

flushed The common. belief had been that Puget Sound

‘<poured drrectly into the Strart of Juan de Fuca and the

\Pacrfrc Ocean New research showed that SI||S in the bottom

of the sound contained its water, causing it to sIosh back

" ‘,poIIutants were retarned wrthrn Puget ‘Sound and worked

out into the strait sIowa o f

)

At noon, workshop attendees carried brown-bag I‘unches

outside. Gathering at one spot on the lawn were Executive

 Director Alan Gibbs, who had moved\to Metro from the

state “Department of Social and Health Sefvicesin late 1983;

John Spencer, who had resigned recently as deputy director

of Ecology to become director of Metro’s Water Pollution

fControI Department and Ernesta Barnes, a former Metro

staffer now WOrklng as reglonal admlnlstrator of the \

Enwronmental Protectlon Agency

P

r
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' “Gibbs said he was sure the\Metro Council wohld go for - A few days later, Gibbs recommended the Metro Council
secondary treatment,” Spencer recalled of the lunch-hour . not appeal the EPA/Ecology decision to W|thdraw the

gathering. "Within 24 hours, Ernesta and Don Moos waiver. Metro should plan on building secondary-treatment

(director of Ecology) announced that the feds had o ‘ systems and should seek federal and state money to help
wrthdrawn (the waiver) and that the state had W|thdrawn o " pay for them ‘ o ‘ L - S
its, concurrence o S 4 Lo ‘ o ‘ o N A

- ) ’ _ B : "My own pé’rsonal view is that the time for arguing and

"The thlng that turned out to be the clincher,” Spencer . ( debatlng is behrnd us,” Grbbs told the council. “We. need
said, "was that secondary treatment was effectrve on - r to move on \
toxics.” : S , O \ \ R | e o L
\ o " LN o o : k/Thearguments had been fterce, however, and would
“That’s where the body‘shifted positioyn,”ﬁMetro Councrl k continue with some engineers andrrscientists atguing o
Chairman Gary Zimmerman would say latef of the- ‘ money could better be spent on cleaning UP‘stOrm N
workshop. “But the handwriting was on the wall.” drainage and reducing or eliminating the discharge of ;
0 ; toxins into sewers. ) Peoo o o

In her announcement of withdrawal kof the waiver, Barne§

* said: “Too many bOttom fish are showing signs ot disease. « )
Too many oyster and clam beds, are closed to'harvesting ‘ o ‘ Y / |

Too many people are wondermg if it is safe to sall or swim

in Puget Sound "




¥ ne fierce debate over, |t was t|me for another Where
should Metro build federally reqmred secondary—treatment

- systems? > ‘ 5 A g
- West Point was an: obvnous choice because a primary-
treatment plant had operated there since 1966. The crty
was plumbed so that wastewater flowed to the pomt the
result of eng|neer|ng work by R.H. ‘Thomson clty engineer

: In the early 19005 - T NP

ltwas an argument similarto those heard in 1962 when |
~ Metro chose West Point for its largest new treatment plant
“But one th|ng had changed. In 1962, Metro’s nelghborpn

" the bluff above the point was the’ Army, operating out of
Fort Lawton andthe uplands and the sandy sp|t beIow
were closed to the publ|c

N

4 By 1984 however Fort Lawton had become D|scovery

- Park. lts acres of ¢ grass and trees, and the sweeplng views of

i Puget Sound; were transferred to the city after the m|l|tary
decided |t no Ionger needed the fort. Park visitors could

~ walk down the steep -hill and trudge along the beach |n
front of the treatment plant

N ; -

/ N
s g /
/ . S,

(

/

',

So as eng|neers suggested expan5|on of the treatment

plant at'the point, the c|ty, park Iovers and

)

f environmentalists were scream|ng “No, no, no!”
) B [y

Some people thought the prlmary plant should be torn
- down and the beach restorep to natural condltlons Mayor

_Charles Royer sa|d an enlarged West Pomt Treatment Plant

would be as damagmg to-the c|ty as constructlon of .

- 3\ ;,\'

Interstate 5. < T
L ; Lo \‘ i s
| N . - \}

/l-lundreds of |nd|vrduals would flght Metro Scores would

! attend Metro Councll meetings and hear|ngs to protest any

plans to expand the West Point’ plant Communlty o

o organ|zat|ons worked together to thwart Metro

s A |

/ ‘

Day after day, year after year Bob Kildall was among the
most consrstent and the most perslstent in working for
Dlscovery Park and |n(dream|ng for the day when West
P0|nt would agaln Just be a sandy sp|t W|th tidal ponds,
beach grasses and walklng paths through the old plant s|te

“He formed organ|zat|ons and created all|ances ra|sed funds

; and wrote letters to newspapers and never gave up

el



L - N \ Q: "\ }
Desplte his frustratron with Metro, Krldall doesn't dlscredlt
the agency : e L ‘ S

el yod compare Seattle to other cities, Metro is an excellent,

example of citizens at work and ofa ‘successful approach at

'that time; to successful water quality,” Kildall said. It was a

— [ E ; :
L
— -
!

popular citizen movement ... Metro wouldn’t have made it,

except it was a crtlzens effort 7o ‘ . -

Citizerls supportlng Drscovery Park and opposmg expan5|on

of the treatment pIant were jUSt as crwc mmded he sard

“We hadttwo good groups of people collrdlng ro- o /ff'




-

) . . i '

uly 17,'1986. The Metro Council metin a }‘Iarge

“auditorium in the PIymouth Congregatronal Church in
*downtown Seattle. Councllmembers sat at tables pushed

\ together in a large U, with key staff members nearby. The

audience perched on folding charrs crowded along the

walls.

-

_Chairman Gary Zimmierman called the meeting to order

early in the afternoon. The summer sun would set before it

‘adjourned.

e

I have a hrgher level of ambrgurty than most and itis easy ’

for me to Iet everyone be heard, K he said later. ”I would
always try to get both sides on the record, to let them feel

they were heard. So, the meeting was long.”

r/r

Executive Director Alan Gibbs already had recommended .
. re]ectron of two other proposed treatment-plant sites—at

anterbay andin the Duwamlsh |ndustr|aI area—and had

proposed that Metro s major secondary system be |nstaIIed

“at West Pornt That was the least- costly alternative, Gibbs

e

i
i

\ said. : N - / ‘

\alternatlve on the Jast ballot of the evenrng, grvrng

His long-range plan also included secondary treatment at ~ )

‘the exrstrng Alki and Richmond Beach treatment plants and

' a major reduction in combined-sewer overflows. The

estrmated cost was $1.3'billion, with nearIy $600 million of
that total for |mprovements at West Point.
The audlence was frdgety and hot as the afternoon wore -

on, but’ |ts attentron never ﬂagged

!

After an emotronal debate on a procedural issue, the.

council flnally voted 18 to 17 to abandon a Duwamish

plant as an alternatrve even though the councll s Water

Quality Committee had endorsed the Duwamrsh pIant
'That moved the counc|I into a debate over expansion at
. West Point. S S

-

When Zimmerman figured everyone had been heard,\ the -

council voted 19 to 16 to approve potting secondary-

,treat[m’/ent systems at West "I‘?oin‘t. Zimmerman voted for the :

Duwamish project but later cast his vote for the West Point

expanslon “of the exrstrng plant a wider wrnnlng edge

s
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Mayor CharIes Royer and six SeattIe City counC|Imembers
voted for the Duwamish proposal (CounC|Imember N0rm )
Rice voted to expand West Point; two other members were
absent.) They were supported by BeIIevue and Kent-and
some ng County C0unCII representatlves But votes from
other county counC|Imembers and suburban cities and |

- sewer districts, whose representatives made it clear they\
didn’t want to pay/ektrato,,give Seattle a park, made a
winner of the West Point expansion proposal.« . \‘ \

Royer c‘ampaignedhard for the Duwamish proposal’ His
persua5|on worked, W|th County Executive Tim Hill and the

Bellevue City CounC|I agreeing to- support his position.

~ “Afew months ago, we h/a\d only a handful‘?‘of votes,” Royer

said after the council vote. ”I’'m disappointed. But we were -

out-muscled by the numbers—not on the merits.”

s

In- 1995, Royer said: “It was a democratic decision. The -
debate was all about money. But when you ratcheted it
. over the long haul I don’t think money was necessarily the

issue.”

The city’s opposition presented a grave danger for Metro. It
needed a shoreline permit from Seattle to build on the

' beach at West Pomt The city could deny the permit ‘
leaving Metro with no alternative plan and facing state and

court penalties for missing deadlines. J

; _Metro submitted its application to Seattle in'December

1,

1986. Seattle’s Department of Construction and Land Use °
‘recommended denying the permitin ]uly 1987. A hearings

examiner, ruling in November opposed issuing a shoreline

perm|t

!

/In early 1988 however _the Seattle City Council voted 6to

3 to award a shoreline permit t to Metro. After- rewewrng

“social, économic and envrronmental conS|derat|ons it
“accepted the prinC|paI argument for expanding West P0|nt: o

There was no feasrble aIternativer 5

Opponents appealed the decision‘to the state\‘ShoreIine

~Hearings Board. After long hearings and debate, the board

voted 3 to3 on grantmg the appeal. It would not overturn

the Seattle perm|t
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'~ Source-control programs evolve

| - i . N
| ; : .
. N o 3

i N / . - !
- onvertrng prlmary ‘treatment’ plants to secondary . _Another way Metro controls what enters the wastewater. .
- treatment was just part of Metro s water quality program - - systemis through the hazardous-waste—management
outlined by Executlve Director Alan G|bbs The program o S program In years past, cmzens had no place to take 7
|ncluded efforts to strengthen the agency ’s |ndustr|al- ) o hazardous household trash. To address the problem Metro -
pretreatment programs to reduce thrc d|scharges andto Jomed Seattle Klng County, the Seattle ng County Health, .

beg|n a community- educat|on program on: the «dangers of
toxic compounds. / o

o , |
/Through its |ndustr|al—waste program, ‘Metro monltors and

regulates the d|scharge of pollutants into the sewerage

system Metro’ issues. perm|ts limiting the d|scharge of

Katherine Jores/Seatile Times PHoto

chemlcals and it can Ievy finés. The goal is to protect the .

+ treatment process, but another major result has been the
reduction in the use and discharge of harrfilul ,chemlicals,,f—'

k and’a‘cleaner effluent and biosolids produ’ced by treatment
plants Dangerous waste materlals now are recycled by

) ! mdustry or shrpped away for proper drsposal

s ~
| "
S i

”We are not. ]ust a regulator but’ we work Wwith |ndustry to

, accommodate as much waste as we can that the treatment

7

plant is designed to treat,” said: Doug Hildebrand, \“\

 Dse Galuin chocks compmon housohold products fo

cooperatrve and pretreatment efforts have been successful R
’ / Ww WM in 1 989 7/14a¢7/t -
Metro has not had to act as a pollce force s 0 eJm:a«tamal and MW Moq/mmx.t Meha W

~ 0 ! v

N mdustnal-waste-program officer. “Industry has been S




" basements and garages to the weekend events in the late

“answer.”

v

jo T L o g /‘ o

?'Depart"ment theMetrocenter YMCA and oth‘er grdups |n o

planning household hazardous waste roundups

Consumers were, rnvrted to brmg toxic.trash out of their

1 9805 PR /- ' ' R 2y :
- o AN .
o AT A '

Concerned citizens, who had been stockprlmg old pamt .

‘used motor oil, drlbs and drabs of insecticides and

pest|C|des, rushed ta unload. The roundups got alotof
DDT, a pesticide banned in the 1970s. They attracted"

materials up to 50 years old, such as Iead arsenate and

white’ Iead pamt It was estrmated that 4 000 households A ¥

~hauled materlal to the roundups drsposrng of 1 1 7 tons of

waste that included 5 OOO gallons of ol and 220 aar batterles

V
WS

/

' “We were overwhelmed,” said Dave Galvin, who manages '
Y : , 1

. “Each roundup drew 1,000

cars or more and tons of stuff. It wasn’t the long- range

the hazardous-waste progra\rn

s b ‘ . E
[ AT -
/ )

I
{
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The answer was the openiné of two permanent hoCUSehold
hazardous-waste- dlsposal sites in Seattle and the creation of
a wastemobile that serves the: rest of King County ona k
reguiar schedule. Manufacturers have responded, too with

less: toxic products or wrth substrtutes that. pose fewer

{7
i

environmental threats. -

”Thrs |IIustrates/Metro s wﬂlrngness to take a Ieadersh|p

- position when it could have said we'll just treat the stuff

N

‘seen the quality of

dramatically at the

that*s'ih the pipe,”
GaIvm said. ”But the'
“reason for the \
program ’s $uccess is \ \
that it is regional in
nature,all;..”

/

governments are
partrcrpatrng | N
o | o '\ AU
Through 'the efforts of
“both the hOUSehoId -
hazardous waste and
mdustnal-
pretreatmeht ’
programs, “we've
: . b ;
wastewater improve,

source,” Galvin said.
The success of the two NI
programs reflects what Galvin' caIIs
~Metro’ s “can do” ‘attltude which
promotes reasonable rrsk takrng
“That * '‘can do attitude is rmporta'nt,”

he’saiid‘./‘ “When a job appears the

' response is—how can we do it?”

4au&dcem¢1¢nld¢manﬁde
Mmmhfeuﬂm&wm

Aprdl 1987. Thnoush the

industrial-waile program,

Weiter
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young man, ]ohn Lesnlak was superlntendent
of the West Point pro)ect He helped plan the work and
Iater would manage constructuon Lesmak studied
Metro as a student at the Unlver5|ty of North Carolma
With degrees in geology and regional planning, he
‘moved to Seattle and 'went to work for the agency in
March 19,(79 as an assistant water-quality planner.
NEGERE 4

The Magnolia community offered some of the stiffest
opposition to expansion of the West Point plant. Residents
feared the impact of five or six years of construction and the
trucks carrylng treated wastewater, sollds that would rumble to.

and from the plant long after work was complete
| Lesniak helped negotiate an agreement with the community that
would ease its concerns and aided in draftlng a court ruImg that
established deadlines and construction scheduIes requmng that the
secondary treatment system be in operation by Dec. 31, 1995. 5

i
v

i
/

the ]ob site. and construction materials arnved in barges that ,
unloaded ata temporary pier, reducing the number of ‘heavy trucks
-Crossing D|scovery Park to reach the plant site. Metro provided $30

and gave the Magnolia communlty $2 million. -

* Ned Ahrens Photo

Under that agreement, constructlon workers were’ bused to and from |

million for the development of other shorellne beaches in'the area ’

John Lesniak: Common sense and commitment

A\

In addltlon plant design minimized the impact of the
structure on users of Dlscovery Park wnth Metro
. spendlng nearly $70 million just to cover screen and
in other ways d|m|n|sh the plant’s appearance. The
sxte is bordered with man- -made mini-hills caIIed
) berms and tens of thousands of native trees and

shrubs will be planted on those berms.
Lesniak was proof the Metro, ethic lived on'in a
* hours to do his best for Metro and /tlhe community.

“He was abso\I‘uter p'ivotal to,West Point,” said Executive Director
Dick Sandaas. “He was technically bright, he had a sensitivity for

¢ community concerns—and good common sense, t00.”

. ‘Mark Bloom, chairman of Heart of America, an early critic of
treatment-plant eXpansion said' “Because of John and his honesty,
the West Point settlement was made for the beneflt of the ent|re
“communlty ' S . ‘

A few day's after Christmas in 1992, John Lesniak died of cancer.

~ He was 38. RO
N Y \\ -
TN

/ younger ge\neration of workers at Metro. He worked long -
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Biosolids: controversy and success

|
s

etro’s efforts to recycle brosohds the nutrlent-rlch J

‘ materlal that remains after the sewage -treatment. process,

has earned the agency international acclaim. Those efforts

have also stirred controversy.

“Since 1972 Metro has been committed to recycllng

biosolids, rather than burn it o take it to a landfill as do
some other sewerage agencies. Some biosolids are sold to
private companies that compost the material ‘with sawdust
to create a soil amendment popular with commercial and
home gardeners. Other biosolids are used in special
proiects to enrich infertile soil. Successful projects have
included sites in Seattle’s Gasworks Park, Myrtle:Edwards
Park ;and Discovery Park. :

P

Seekmg other uses of biosolids, Metro contraCted W|th the
Umver5|ty of Washlngton to test use of the treatment-plant
resrdue on trees at the university’s Pack Forest. It also ‘
signed an agréement to deliver biosolids to a strip coal

mine near Centralia for use in land restoration.

- ;
Expanding on the successful silviculture concept, Metro
spread biosolids on land-owned by the Weyerhaeuser Co.

and other forest-products cornpanies‘. And it bought its own

7 forests to guarantee it would have sufficient property for

'

\ v / l

recycling biosolids. That’s when Metro ran into community

5 . ;
1 5 i

opposition. " i

One tract acquired by Metro was near Yelm, in Thurston
¢
County, on a bluff above the lequally River. meg nearby

were actress Llnda Evans reputed channeler] Z. Kntght and -

hundreds of others who scolded Metro. for what they
thought was a dangerous idea. A second tract Metro
purchased was at Cumberiand in southeast King County
Ltiving on the’ edge of that forest was Valerie Cunnlngham

a woman who feared blosohds and led a challenge to

Metro’s plans to spread it on her doorstep. (In 1989, she / :
‘would lend heriname to the court case that would

consolidate Metro with King County.) - (

P

' The Yelm opponents dehvered hundreds of people in fleets

of buses to Metro Councll meetings in 1989 to flght the
biosolids- recycllng plan. Evans came to at Ieast one, but
stood mconsplcuously and quuetly in the crowd and

answered reporters’ questions politely.

The council chamber in the Pacific Building was jammed
w1th critics,-and the protesters from Thurston County sprlled
out into the elevator lobby; whlle some held signs on the

street. The|r protest was well pIanned. Speakers palnted

S




- Metro faced another setback durlng the Yelm controversy. ‘

o educatron programs the amount of metals and pathogens .

verbal pictures of envrronmental destructron and publrc

“health hazards if Metro b|osoI|ds were ever, spread in that -

forest They ignored the 1988 EnV|ronmentaI Protection '
Agency f|nd|ng that Metro brosol|ds met federal standards

for-soil enrrchment and that the Metro recyclrng prbgram

-
Y

was the nation’ §'most outstand|ng
- o [

5

It was obvious Metro would never trUck biosolids to its °

,YeIm pr0perty Eventually Metro soId the Yelm site and it

‘was logged by its new owner.

The new owner of the Centralla coal mine abruptIy

canceIed |ts contract for Metro b|0so||ds Fortunately, one

of agency ’s good brosollds customers a compostrng f|rm/ i

lagreed to take extra truckloads ’ : S

. After those diff,iculties,fMetro worked hard on a strategy |

that emp\lhasized the recycling value of biosolids And

thanks to the mdustrral pretreatment and hazardous-waste- \‘

in blosollds was reduced so S|gn|f|cantly the federal

government approved its use for agricultural crops. |

P . J ‘
. /
AN e i /

Metro also worked with the Northwest Biosolids - "

/ Management Association and the nat|ona| Water

Enwronment Federat|on to prowde |nformat|on to the

pubI|c about b|osoI|ds recycI|ng

7

Because of these efforts, by 1995 Metro was over the hump

and its brosolrds en|oyed pubIrc acceptance Biosolids .

contlnue to be used for gardening compost and on

Western Washlngton forests. A big market |sln Eastern

Washlngton where knowledgeable dryland wheat farmers

and hop ranchers will take all the bIOSO|IdS avarIabIe

“What could be better,” said Pete Machno biosolids

program manager “We have come from an end- of the- y

world scenar|o to havrng the most enV|able bIOSO|IdS- ’

; recycImg program in the worId R ! i
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y 1980, the transit sales tax'of'three"tenths of one’

"percent which had seemed so generous when'voters B

approved itin 1973, no Ionger could do the ;ob The 1970s
had brought the nation somme of its worst inflation ;ust as';
Metro was burldmg bus shelters and bus bases rebuﬂdmg
its trolley’ bus system and buylng diesel and electrrc 4 ‘ 4

e

coaches. =~ ¢ Gk R
o/ o o Ty ‘

-

A new pIan one that would carry Metro, Translt to 1990
required addltlonal fundmg if ridership goals were to be

met and key projects completed Metro planners in'.1980

e

3

envrsloned an enormous |ncrease |n rldershlp to 138 m|II|on

passengers by 1990 and a near-tr|pl|ng of the bus fleet to
2, 300 buses and 1,800 vanpool veh|cles

A stagnant economy, reductions in federal aid, relatively - &
cheap gasoline and static patronage totals meant those

ambitious pro;ectlons would not be achieved by the 1990s

“(In 1995 Metro ‘carried about 75 m||l|on r|ders and had P

1,150 buses )

s

Metro asked voters in September 1980 to approve

|ncreaS|ng transit’s share of the'sales tax to six tenths of one

percent which would give transit an addltlonal $500

i

;o

/
e

/

N

/ favorable mal‘gin

' of'flclals asked Penny -

 getting the message to voters.

R ' o ! e . L / o
7 ; ; - . — P s
‘ .

milIionLover the S
coming decade. The
measure was k
defeated, gaining

only a 47"percent'
Undeterred Metro

Peabody, who had |’ ¢
recently left the
agency after's serving | /

3

as acting executive director to lead the el'fort to win

&m«m&;w[a&aﬂd

voter approval in the November gederal electlon LT )

Worklng with her Wwas former Renton Mayor Charles Waﬂu la# /l‘J:jZ

Delaurentr LN i ARt wd‘/z Velua Maye, a

Learnmg there was a meager budget from c|t|zen / ”Mﬂ“?“te Traniit

contr|but|ons Peabody agreed to do her workas a Center .%wyn
 Review ecmmo#ee !

vqunteer and to aim the few available dollars at -

A%
% | -

The Peabody Delaurentl team succeeded The new tax
was approved i in the November general electlon

receiving a 51 percent favorable ma;orrty. Although

- Sedttle Times Photo




the grémd plan for the 1980s never was realized, the new

tax base funded many other improvements over the decade

; ahd, because a share of it was reserved for capital projéctS,

‘ tunneliat the epd of the decade.  *~

.. Riders througﬁ pass sales and the farebox contribute about’’

‘enabled Metro to finance the $483 million downtown bus

L

Metro’s stéédy source of funding is one reason why the

agency has achieved its success. In addition to the six

- tenths 6,,f one pe’réent o‘f\King‘Coun\ty sales tax, transit

receives a 2 percent share of the motor vehicle excise tax.

25 percent of transit operatihg costs. State and federal

; grants provide the balanqe of Metro’s tran5|t operatmg and :

capltal costs.

opening
Belleane Traniit Cender in

S sa,azam/m The center

méedeadm/aaém'mfw&ia
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"' 1980 a pedestrian with decent legs and Iungs’could

outpace a Metro Transit bus on downtown Seattle streets
s

durlng the evenlng rush hour

. . Vs Lo
With more than 500 coaches downtown during the peak -

hour of the day and with th\ousands; of cars and trucks

competing for street space, traffic slowed to a crawl. |

[N
§
Y g 4
S
B ;

Transit planners envisioned huge increases in patronage

~anda doubllng of the transit fleet by the 19905, posrng the

threat of worsenlng congestron downtown. o

’Neil"'/Petersfon, a state Department of /Socia\lf'and Héalth

Services administrator who succeeded Di‘ck Page as Metro
executlve d|rector in 1977, reported that about 30 percent

of transit operatlng costs were |ncurred just in moving

~buses through downtown Seattle. Riders spent about 30

percent of their commute travel time creepmg through the

central city.

Peterson, a bold and controversial executive director,
hammered at his tran5|t-plann|ng staff to produce

something excrtrng

r‘anythmg init.””

‘ remembered later.

i

| M T !
o | A I 5

T reviewing the long-range transit plan | remember berng

singularly unexcited,” he would recall Iater ”There was,

nothing that wouId capture the public’ s |magrnat|on What

| set Metro apart was that Metro always was on the Ieadmg

edge with new and aIternatrve methods There wasn’t

[ \

One idea Was to build major(bus terminals just north and o
south of the centraI business dlstrrct Express buses would .
drop commuters at the terminals where they would board
electric crrculator coaches that would take them to their
ofﬁces and stores in the centraI business. d|str|ct Th|rd

Avenue could become an atttactive transit mall.

Initially, Mayor Charles Royer was the leadlng proponent of
the terminal proposal. ”I thought that we could get more

transrt miles for the buck with a crrcuIator system,” he

¢

Peterson opposed the terminal plan. “We felt strongly/that v
those transfers were the last thing. We got mto a real tug of

war, it was pretty brutaI "

' 'Although Peterson played;a major role in water-quality

issues—including maintaining Metro’s campaign for a




,wa|ver of secondary—treatment requrrements developlng a
salmon -planting program in reglonal streams and focusmg
on Duwamish River poIIutlon problems—he probably will
be best remembered for his final hoorah: the downtown

'Seattle bus tunnel : L
/ (, ‘ 4 S

When Peterson re5|gned inlate 1983 to marry Tracy Duiker,

Metro finance director, the Metro-Council deliberately -
sought a nonpolltlcal adm|n|strator one who would serve

more as a, C|ty manager and not as a polltlcal adventurer.
[

b i
4,

”I felt strongly they were paying me for optlons and for

trecommendatrons and, man, | gave them

I R ~ i

' recommendations. | wasn’t shy about it,” Peterson would

recall. - - L oL

To\break a deadlock with the “‘ci’ty over the downtbwn =

i

pro;ect Peterson—now a Iame duck after announcing

reS|gnat|on plans—proposed constructlon of a tunnel and

“the use of dual- power articulated buses that would use.

electric motors in the tunneI and dleseI engines on surface

' streets He offered Metro funds to make major

v

lmprovements on Thlrd Avenue.

7 /

d remember the presentatlon S0 weIl ” Peterson said: ”The

- 5 - .
(i & / /
[ \

counalmembers were 50 reI|eved we had a compromlse

3

_ Ned Ahrens Photo



they could buy into. The prfoposa[ was such an olive branch

that it allowed Seattle to say yes.”

§ s

s

The council approved his proposal in November 1983 to.

end five yearé of debate. .

By this time, Royer had become a supporter of the tunnel

proposal.

! . ) ‘\ ' .
I was on all three sides,” he would say later. ”I was for it,

against it and | was neutral. Initially, | thoUght that it would

be a major investment without a lot of return. Ultimately |
was convinced it-was right, and | am todéy convinced. |
was persuaded by jim Ellis, who said we would need the
tunnel for rail service. He said dov&ntoWn would be the

most expensive mile of rail and why not do it now?”

Planning and design of the ambitious “Downtown Seattle

Transit Project” were managed by L. joe Miller and later by

- David Kalberer. Vladimir Khazak serve,d;as; project engineer.

The tunnel is 1.3 miles fong and runs from Union Station
under Third Avenue and Pine Street to Ninth Avenue.
Designed to accommodate future conversion to light trains
the tunnel is served by five underground stations that

provide access to nearby stores and office buildings.

* Engineers working on the project were challenged by the
need to cross under, and then over, the BUrIington

Northern railway tunnel. Using lasers and careful '

’

‘measuremeénts, they safely ~
" made the crossings and
negotiated the right turn from

Third Avenue into Pine Street.

‘\‘ Although the tunnel was

bored, the five stations.

required cut-and-cover
construction. Pine Street was _
C|OSe\d to traffic ana Third ‘
Avenue offered motorists and |

pedestrians a new detour every

day. Making life worse

downtown was the

simultaneous construction of

several major office buildings.

A team of artists was hired to ‘ |
create art for the tunnel, working w“it‘h a$l 5'million
budget. Works selected included huge murals in the
'Westlak\e‘Station,}lﬁgh-tech electronic art in the ‘

* University Street Stétion and small tile§1',detorated by
school children at the International Djétri"ct Station. Art
also was part of the architecture of the tunnel. Metro
earned rave re\)\iews in national publications for its ‘

" design and for the use of art.

The first bus drove through the tunnel March 15, 1989

to demolish a rumor that a bus could/n’t make the turn

N
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from Third Avenu‘e
into Pine Street. Jim
Patrick, a Metro
"administrator and
former bus driver,
took a 40-f06t coach
throdgh the tunnel
first. Then Bruno
Laritz, an instructor,
took the first of the
new 60-foot dual-power coaches through the tunnel

successfully.

It wasn’t a speedy trip. Dips and bumps slowed Laritz and

‘he had to steer cautiously over some temporary steel and

plank decking.

Kalberer made three trips through the tunnel on a bus. “I'm

‘having a good time,” he told reporterS. “But this is a great

day for the people who designed it ... and for all the people

who have done a good job. [t’s their victory.”

Metro reopened Pine Street to traffic a year ahead of

schedule, and the tunnel itself went into operation Sept.

15, 1990, as promised. The tunnel was tompleted months

ahead of opening to give Paul Toliver, transit director, and

“his staff time to train drivers and supefvisors and to learn

how to operate it.

The tunnel’s final cost was $483 million, significantly more
than the original estimate of $415 million, because of
inflation and unexpected problems encountered in the

boring of the tunnel.

The tunnel was nbt built without controversy, howe;/er. In
late 1988 and in early 1989, the agency was rocked by
charges that it had purchased granite from South Africa for
use in the downtown bus tunnel despite a Metro Council
policy prohibiting buying materials manufactured or ‘
produced thekfe,‘. Metro adopted the ﬁolicy, as did other
‘government>a§encies, to protest the formal discrimination

practiced in South Africa.

It became a heated and emotional issue involving members
of Seattle’s minority communities.’ Metro Councilmember
Ron Sims, an African American, called for the firing of
involved employees. Executive Director Alan Gibbs finally
resigned to clear the air, even though he had not been

involved in the decision to buy the South African stone.

In March 1989, the Metro Council Rules Committee
determined there had been no staff cover-up and said there
was no need for further discipline. “The committee said it
found no evidence the Metro staff tried ‘to avoid or
undermine’ the council’s 1987 policy' banning the use of
products m}anufactured‘ in South Africa,” The Seattle Times

reported. The tarnish remained, however.
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Complaints spawn

n late 1989, the newspaper headlines shouted: “Metro
Racist.” Minorities and women working at Metro nodded in
agréefnent, but others were bewildered. How could this
be? Metro believed in aﬁirmetive action, hired mindkities

and womeniin all departments and was amorig the first

public agencies to hire contracting firms owned by women -

and minorities.

In November 1989, Metro Councilmember Charles
De(&habert reported to the council on a study he had
co}npleted. It showed, DeChabert said, that minority
employees were disciplined and discharged
disproportionally throughout the agency. Alarmed by his
report, the council’s Finance and Personnel Committee
approved creation of a task force th’at‘ would conduct a

detailed study of the problem.

DeChabert Was named chair of the task force. Metro
Councilmember Jean Carpenter would serve, along with
employees from all Metro divisions and representatives of’
two major unions, Local 587 of the Amalgamated Transit
‘Union and Local 6 of Service Employees International
Union. The task force affirmed and documented equity

'problems at Metro.

cultural change

In its final report, the DeChabert task force held nothing
back. “Metro has, over time, created a culture that practices
or facilitates dis/parate treatment of women and minorities

in all departments,” it said.

“Acts of discrimination among ‘union' members occur
frequently throughout the agency. Victims are often
alienated in the workplace and are labeled a problemv when
repoftirig an incident. They may be threatened physically or
with the loss of their jobs if they continue to complain,” the

task force report said.

“The task force and (its) consultant were consistent in

finding an overall lack of management accountability and

commitment to equal-employment opportunity and

affirmative-action and human-relations issues.”

Managers often focus simply on the hiring of minorities and
females “to achieve affirmative-action goals while failing to
address equal-employment opportunity in the work

environment,” the task force contended.

“In contrast with the high value Metro management has

placed on technical achievements, ‘on time and under




budget,’ there is little or no value placed on the-effective
development and management of Metro’s human

resources.

“The work environment created by M‘etro’s management
style, termed ‘paramilitary’ by some management has
_fostered an att|tude of separatlsm and autonomy, |nstead of

umty and collaborat|on ” the task force concluded

In simpler terms, employees were unhappy for what they
considered unfair practices related to hiring, firing and
promotion. Employees also desired more participalion in

the decision- maklng process

Responding to the DeChabert report, the Metro Coun/cil,

- led. by council chair Penny Peabody, directed Metro
management to launch a corrective effort that was of k
unprecedented magnitude. It involved a cultural-change
process, work-redesign efforts and strategies to provide a
more participatory workplace. The overall goal waS to/l
Create a new way of doing business at Metro, changing the
agency ffom one of hierarchical“command and control to
onein Wthh all employees were respected and allowed to

partICIpate in maklng decmons

/’/l

Anita Dias, a water-quality planner, was assigned to work k
as c‘loordinato\r of the cultural-change process. Metro was -

- dominated by a “white male engineering attitude” that

focused on completing projects, Dias said. “But as more

women and minorities joined the agency, f'hey wanted to

concentrate on workplace issues in-addition to doing projects.”

Executive Director Dick Sandaas acknowledged that

’ employee complaints represented one of the biggest-

problems he faced as executive director. "We dldn’t know if
it would work,” he said of the cultural-change process. “But

we needed to do'something.” . E

Labor issues added to Metro’s problems. Management and
Local 587 of the Amalgamated Transit Union were at
loggerheads over a contract. Metro had gone to courtlo
resist a union demand for arbitration of the dispute.
Deciding labor-management relations had to improve,

Sandaas' and Peabody concluded that the union had to be a

- part of the cultural-change discussion. They met with Dan

Linville, president of the local.

“We gave them respect, we didn’t beat them up,” Sandaas

would recall. .

\"Aconsultant, Rhonda Hilyer, a former union leader and the

daughter ofa former member of the ATU, introduced Metro
and the union to a form of collaborative negotiations in
which the parties would talk about interests instead. of

/

¢
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J - / ; / | .
taking strvong posit\ions. Called collabgrative bargaining, the Collaborative bargaining, which the‘Wéter Pollution:
new approach was built around five principles of - _ Control Department and its unions had pioneered, ended
‘agreement: interest, trust, respect, understanding and © the'deadlock andstill is used by Met‘\rQ and labor unions in
’esteem. ; ‘ ‘ . - : handling contract yrﬂwegotiations. 7
J ~ y

_Ned Ahrens Photo

‘ o B ' cull‘aml-cﬁanyemeefm;w Oclaber /992.Mehawu/3qub¢eek

/

79




&0

‘ Employees set workplace goals

raining became an important tool of the cultural-
change process. With labor unions participatihg, the first

cultural-change meeting occurred in late June 1992. About

'. 400 employees attended. By the time the process was over,

in December 1993, Metro would schedule 13 events, and
90 percent of the agency’s work force of about 4,500

employees would‘/participate.

At that mass meeting, employees emphasized behavior that
would be rewarded: comrﬁitment to service; creativity;
treating others with dignity, respect, fairness and equity;
assuming responsiBiIity for individual actions; and
encouraging employees to take responsible risks. Metro
also would reward those who sought diverse viewpbints

and opinions, who encouraged teamwork and created

growth opportunities for workers.

Behavior nof tolerated, employees decided, would include:

a lack of responsiveness to customers; discourteous

-treatment of the public; the waste or misuse of public

resources; stereotyping, discriminating against or harassing
fellow workers or spreading hurtful orinaccurate

information about others.

Employees also helped develop mission and value
statements for the agency. The overall mission statemeht
developed by employees was simple: “To provide the best
possible public-transportation and water-qﬁality services

that improve the quality of life for our total community.”

"We value excellence in public services,” the cultural-
change participants wrote. “We are committed to a
workplace where all people have the opportunity to
contribute to their fUlIest potential. We are comfnitted to
diversity and recognize that it strengthens us by bringing ‘
energy, creativity and originality.

“"We value the powe'r/ and effectiveness of teams to enhance
participation and collaboration to achrieve quality results.
We want to hold ourselves accountable and be evaluated
by the results we achieve and by the ways we work

together to achieve them.k”

Cultural-change goals developed by employees included:
To be recogni‘zéd by the citizens of the region as an '

outstanding, visionary organization, responsive to changing \

-public needs.



To be'recognized by Metro employees and the )
community as an outstanding place to work for

all people.

To achieve higher levels of excellence

through creative and effective teamwork.

To have a diverse work forceinan
organizational enwronment that allows aII

people to achieve their full potential.

Work feams throughout Metro organized to
decide how to achieve the cultural-change
and participatory workplace goals. The Water
Pollution Control Department.was an eariy leader.
Department employees focused on employee

empowerment, explored ways to improve efficiency and

discussed ways to remove barriers that hindered teamwork.

Department managers quit wearing suits and ties to work
because they were viewed by other workers to impede

- commupnication. The department began a gain-sharing .
program where employefes sh’,ar‘e the savings realized by

work-improvement ideas and efforts that are implemented.

In the Finance Department, employees focused on work-
redesign ef'fdrts that would cut éosts, improve customer
service, increase security and lead to greater employee
satisfaction. Employees were encouraged to take risks,

become critical thinkers and be open to greater challenges.

Good diving shills and. o posdive cbishde
helped earn Matlie Robinson the Operaton
of the Year auard fon 1993. Rodinion,

MeW/ema/eapmfo&l‘aemMe
honon, shared the award wilh co-

worker Raymond Sullivan.

Work redesign achieved results. Self-
managed work teams eliminated
unnecessary processes and procedures.
Cross-training opportunities improved .
employee morale. And employees took actions

to cut costs and improve service.

'i'he Transit Department made progress as well.
Communication between workers and management
improved, while teamwork increased. At North Base, for
example, workers still meet freq\"uent‘ly to keep the cultural-

change and participatory workplace messages alive.

Have the cultural-change process and efforts to create a

more participatory workplace produced fong-term results?

”| think it has worked,” said Dick Sandaas, who retired as
the cultural-change program was ending. “It provided a
change in direction for the agency. The results can be

amazing when you empower the people.”




lim Patrick, a bus driver who became depufy executive
director and who was involved in union negotiations and
cultural change, can see benefits. “The cultural-change
process did a lot on an indivi/dual basis to help-people
better-understand how to deal with issues énd conflicts in
the workplace,” he said. “It led to collaborative
negotiations, where we talked about mterests rather than

positions.”

Mattie Robinson, co-operator of the year for 1995;‘,has
mixed opinions about the,'/’rfasults of cultural change.

~ "There’s been sqme change,” she said. ”They""talk a little
differently, they smile a little more. That sort of thing. But

some people never change.”

Transit Director Paul Toliver, who succeeded Ron Tober in

1988, reflected on cultural change at Metro.

“We still have problems, but we're getting better,” Toliver
said. “This is a place most people would giye their right

arm to work for, and we only take the best.”

Bamell) l‘bamlclémeﬂ @Amlme

BMMJMJ%/meMWm
Mbuwltﬁa”eﬁo/ﬁn;@a«n&;
charilalle

- Toliver said union grievances were down from 300 in 1992

to 96 in 1994; arbitration dropped from 34 cases in 1992 to

. ¥2in 1994 as the cultu’fal—chahge philosophy took root at
Metro. =

By increasing diversity and by giving people an opportunity

to have a say in their/'destiny, Metro “will become known

‘not so much as a builder of tunnels but as a developer of

people,” Toliver said.




n Apr|I 1989 ‘the nine, ]ustlces of the U. S Supreme
Court sat in their chambers in Washlngton D.C, and
srgned a decision i in what would become a landmark’ case
from New York Clty. k

Their decision in the lawsuit filed by the American Civil

* Liberties Union (ACLU) would fl\‘ash to the West Coast like a -

tsunami and, literally, wash Metro away.

For many years an elght-member panel called the New York
Board of Estimate met to deal with budget, zonlng, land-
use and other citywide issues. Sitting on the board were the
mayor-and comptroller of New York, the president of the
New York City Council and the presidents of the five”NeW i
York boroughs. None was elected to the board. They
became members of it simply because they wer‘eelegted to

* other office.

The Suorerhe Court decided the‘composition of the Board
of Estimate was unconstitutional because it violated the
equal rightsl provisions of the 14th Amendment. The flaw
emphasized by the court was that the borough§ were

widely different in population and that citizens of the

Dwyer decision keys Metro, county merger .

//
boroughs were unequally represented on the board. |

In October 1989, after being encouraged by some elected |

 officials who thought the Metro Council was not,

representatlve the Seattle chapter of the ACLY flle;i a suit
against Metro that made S|mrlar charges ,

{
Lending their names as plaintiffs were Valerie Cunningham,
who lived near the site in Cumberland Metro bought for

the recycling of biosolids and who fought and helped

 defeat that Metro‘project- Imogene Pugh, a south King .

County resrdent and member of a citizens’ group formed to

challenge Metro s plan for the proposed ef‘fluent tunnei-and

~outfall at, Seahurst; Elizabeth Sprlnger of TukW|Ia a retired

King County employee; and Monica Zucker of North
Seattle an ACLU board member. ‘ BN

‘The case became known simply as “Cunningham vs. Metro.”

The ACLU arguments mirrored those made in the Board of
Estimate case. Certain cities represented on the Metro
Coundil have * substantlally dlsproportlonately” greater
voting power than do others, the initial complamt said. As

an example, it said that residents of Mercer Island had five

&3
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times the voting power on the Metro Council than did

residents of some unincorporated areas.

Citizens of unincorporated areas are therefore
“systematically denied equa‘\ voting power,” the suit

charged.

In announcing the lawsuit, Kathleen Taylor, executive
director of the ACLU in Seattle, said: “The principle of one
person, one vote is something most everyone supports. Yet

the Metro Council doesn’t work that way.”

The legal argument was partly over whether the Metro
Council‘was elected or appointed. Metro attorneys argued
a majority of councilmembers were appointed and,
therefofe, the Board of Estimate decision did not apply.
ACLU attorneys argued the opposite, that a majority were ,

elected.

On Sept. 6, 1990, U.S. District judge Wi‘IIiaﬁ,m Dwyer ruled

in favor of the plaintiffs.

Citing the Supreme Court decision, Dwyer said: “No

person’s vote may be reduced in value compared to votes

of others because of wﬁere he or she happens to live.”
Dwyér wrote: “There is no doubt that Metro has been a

greatvhistoric achievement. Its-original aim wasto bring

local governments together in a federation to clean up

pollution in Lake Washington. In this, Metro succeeded.”

However, Dwyer added, efficiency of government and

‘public acceptance cannot justify a denial of equal

protection under the Constitution.

In a line that was widely quoted, Dwyer concluded: “That

the buses run on time cannot justify a dilution of a citizen’s

right to vote.”

The judge reminded the public that change is not always
bad.

“There are always risks in change, but bften worse ones in
rigidity. There is no reason to believe that the vigorous
government and Citizens of this region will fail to make
Metro a continuin\_c‘;\success if a change in the method of
selecting its council is required'to meet Constitutional
standards," he said;

Dwyer ruled the Metro Council was an elected body. By his
count, 24 pf the 42 members were elected. The remaining
18 were appointed. Because a majority are elected, the
council is an elected body, he said.

Because the Metro Council exercises governmentat. powers,
it must comply with the 14th Amendment'’s one berson-one

vote principle, Dwyer added.
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“The current system of selecting Metro councilmembers ‘ ‘ But the County Council voted,5 to 4 not to put the

results in impermissibly disproportionate representation . -partisanship question before yoters. Councilmembers were
. and hence-a violation of the equal-protection clause,” under tremendous pressure from the political parties to
Dwyer wrote. \ maintain partisan elections, but Nofth, among others, said’

4

the public didn‘t want a nonpartisan County Council.

In November 1990, Dwyer gave publfc officials a

“reasonable time”—until April 3, 1992—to present to him a Consequently, a majority of t‘he\Seattle City Council voted
“fully adopted” plan to revise the method of selecting the ‘.to oppose the merger plan that had been scheduled for the
Metro Council. - Novemb\er general election ballot. Joining the city in dissent

were suburban officials who complained they gave up an

By coincidence, officials of King County and its cities met important degree of control in the new gdvernment in
Sept. 5, the day before Dwyer published his ruling, to , ~ trade for a nonpartisan council. But when the County
consider creation of some form of regional government. Council rejected the partisanship ballot proposal, suburban

Called by County Councilmember Lois North, that areas got nothing in return, city officials said.
gathering would expand into what became known as the | .
regional governance summit. , The good-government groups, the Municipal League and-

the League of Worh,en Voters, campaigned for passage ‘of

A consensus was quickly reached by the summit: a change the merger proposition. The Seattle Times and Post-

was needed. How to make the changé occupied elected Intellingencer also endorsed merger. The Times said

officials over the next 10 months and about 30 public “citizens of King County deserve a voice and a vote in how
meetings. At the end there Was general agreement to ‘ the region plans for the 21st Century. (The proposition) is a
'schedule an election at which voters would be asked to powerful move:in the right direction.”

approve the merger of Metro and King’County, to create a | " -

new 13-member Metropolitan King County Council and to In the November 1991 general election, the%nerger’plan
decide if the new council should be nonpartisan. failed on a technicality. : /

Seattle and suburban cities were wary, fearful of losing the * State law imposed a dual-majority requirement on the

voice they had enjoyed for more than 30 years on the merger question, demanding that voters in Seattle and

Metro Council. They sought a nonpartisan county body. suburban areas separately approve the merger. The issue




. A l
was app\‘roved by Seattle Voters, but those voting outside

the city rejected the proposal and it failed to pass.

The April 1992 deadline slid by with no plan approved for
correction of the Metro Council’s representation faults. The
( s .

‘Legislature looked at several schemes but failed to approve

any in its 1992 session.

In June, after the Legislature gave up, Dwyer used his
hammer and ruled that if nothing happened by April 30,
1993, only the county exécutive and members of the

County Council could vote in the Metro Council. Suburban

members could watch and comment, but their votes would:

E;e stripped from them. i
Dwyer’s ruling prt“)mpte‘d a revival of the regior\\al‘ summit
process. By late August, the summit delegates had reached

consensus onianother ballot proposal. Like the earlier
version, it would merge Metro and the county and create a
13-member Metropolitan King Count); Council. A new
feature, designed to satisfy the cities’ demand for ‘a voice
and a vote,’ created three special County Council
committees that would deal with transit, water-quality and
other regional issues. Each committee would have 12
members, with city rppfesentatives holding si'x‘c')f those -

seats. Parti‘Sanship no longer was part of the package.

o
-

" While there were critics of the plan, the cities spoke for the

measure. “We are standing together united in a challenge

to form a new government,” said Seattle Mayor Norm i’Ri‘ce.; :
"We are not here to take away from what Metro has
accom/plisherd, but to say that to meet future (i.hallenges we
need a new form of government.” ' N
C. Carey Donworth, Metro Council chair from 1958 to
1980, Said he would vbte for the merger. “Simply, | think
we need to get on withrthek questions of management of
both Metro and the county we are‘dealikh“g with,” he said.

“It does not serve the interest of the public to prolong

‘debate over who does what.”

And\on el,éction day, Nov. 3, 1992, voters\did -approve

merger. Sixty-three percent of Seattle voters favored it, ~
while 53 percent in the rest of the county gave their

blessing to satisfy the dual-majority. ,reqru‘i:rement.‘

i

The last meeting of the Metro Council was Dec. 16,.1993.

The council had the iJsuaI long list of routine business\,to

deal with, but it took-other appropriate and timely action,

. t00.

Metro was created by citizens/who had the energy to
struggle to make their dreams for clean water;and efficient
public transit come true..In its closing moments the council

adopted a series of special resolutions thanking them all.

)



West Point project meets chéllehges |

etro spent the next two years preparing for
EOnsolidation with King County. Leading the effort for the
agency Was Carolyn Purnell, the first woman and first
African American to eewe as Metro exeeuiive direqter./
Purnell, who also served as one of three deputy tounty
executives during the start-up of Executive Gary Locke’ s
_administration, kept Metro staff focused on carrying out its
public transportation and water pollution control missions.
During Purnell’s tenure, Metro kept the West Point
secondary-treatment project on schedule and on budget. .
The $573-million West Point project represents the single-
largest investment ever made to protect the water quality

“of Puget Sound.

Metro broke ground on the ambitious project in May 1991. -

The project team faced innumerable challenges, including a
court order to complete the project within fourand one- \‘

half years—an extremely aggressive schedule.

Other challenges came from the more than 200 permit
conditions imposed by iocal, state and federal agéncies,
including a requirement to limit the plant’s “footprint” to

32 acres. Typically a project of West Point’s magnitude

~would require 75-80 acres. Engineers met this challenge, in

part, by designing 20 percent of the plant underground.

Permit conditions also }equired strin‘kgent noise and odor

. controls: There could be no discernible noise or odor in.

- adjacent public-access areas:

Limiting truck traffic through the neighbd%ing Magnolia
community presented another major challenge To (
accommodate this condltlon the prolect team built a
temporary dock 300 feet into Puget Sound where barges’
could unload construction materials and load excavation
spoils. Truck traffic was further reduced by locating a
concrete batch plant on site. To limit car traffic in the
Magnolia area, the project bused constructlon workers to

and from the site each day.

Large construction efferts‘ often present the unexpected,
and the West Point project was ne exception;‘ In 1992,
Workers uncovered a Native American shell midden, or
food-r:?efuse area, which temporarily halted construction.
Archaeologists estimated the midden to be 3,600 years

old—the oldest find in the central Puget Sound basin.

&7
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Artifacts recovered from the find included mammal bones,
fish bones and rock tools. After consulting with area tribes,
Metro arranged temporary storage and exhibition of the
artifacts at the Un‘/i/;}ersity of Washington’s Thomas Burke
Museum. The handling of the archaeological find at West
Point earned Metro the State Historical Preservation Office’s

Annual Award in 1994 for'outs\tandin'g achievementu’in:‘

preservation planning.

Despite the obstacles, Metro met the court-ordered
timetable to begin secondary-treatment operations at West
Point by Dec. 31, 1995.

“Building a secondary facility under a tight deadline while

meeting the numerous permit conditions pres‘ented its

~ challenges, especially considering we had to keep the

existing primary plant opevrating,” said Daryl Grigsby,
Water Poliution Contro! director. “The West Point project,
designed and constructed with the utmost sensitivitylto the
communit)‘/ and the surrounding environment, is among
the greatest accomplishments achieved by the agency. It -
‘represents an important‘investment in our region’s water

» quality.”

Design features of the upgraded West Point plant inélude
earthen berms and a 3,000-foot-long retain‘irﬁg wa|i along
the plant’s eastern ’bouhdéry. These features, and the
addition of ]‘0,000 trees an’d 150,000 shrubs and smaller
plants, Will blend the facility into the hearby shoreline and
hillside. Other features of the project include a new

" wetland and a 20-acre shoreline park, providing twice the

. shoreline area previously accessible to public.



* Moving into the next century

ike other transit operators across the count'j;, Metro
has faced several challenges in recent years in providing the
typ(;,,of transportation services needed by its custo’mérs. An
aging population, employment shifts, and‘po'pulation‘
growth in suburban areas all contributed to the\‘problyem.
And while transit ridership remained flat, King éounty

faced some of the worst traffic jams in the nation.

To tackley these challenges, Metro, at the direction of the
coun’fy executive, initiated a six-year plan to reconfigure itqsa
transit system. The plan was developed after more than a
year’s work with input from customers, potential customers,
‘ a‘c'itizen advisory group, public workshops, elected officials

and city and county planners.

The new service plan focuses on connecting major Eastside
destinations through fast, frequent service, providing

improved suburb-to-suburb service without first traveling

throu‘gh downtown Seattle, and adding more service within k

suburban areas.

Innovative technologies and new equipment are being
considered to achieve the plan’s goals, including the use of

small buses or vans that circulate in neighborhoods and

move people around the local community and bring riders

to regional transit services at transit hubs.

" The syix-ye‘aﬁ plan targets 355,000 annual hours of new bus

service by the year 2001. This service is béing funded in
part by a $96 million savings achiev’ed"from the county
executive’s decision to purchase clean-diesel buses instead
of buses fueled by natural gas and by dedicating more of
the ageﬁcy’s annual revenue to operations instead of the

capital budget.

“This will be the foundation for a better transportation
system in King. County, whether or not the region builds a
rail system,” Executive Gary Locke said at the plan’s
unveilihg in June 1995. “We will see more vans, more small
buses, rﬁore and better transfer hubs and moré frequent
service. We want to offer a variety of services to meeta

variety of needs.”

Whether a multi-county, high-capacity transportation
system will ever be-developed is still an unanswered
question. ‘In November 1988, King County residents said
“yes” to an advisory ballot asking if raﬂ planning should be
aécélerated. Metro began work, but the effort soon

expanded with the formation in 1990 of the Joint Regional




Pohcy Committee to oversee development of a rail-bus plan
for Klng, Snohomish and Pierce counties. A complex
proposal offerlng rail from Tacoma to Everett was
developed. It had a long-term prlge of ‘about $13 biilion,
which was too much for elected officials to consider.

In 1993, using new state enabling Iegislaﬁon, the three
counties voted to cfeate a Regional Transit Authority to plan
and operate rail and bus systems. The authority and its staff
yvh/ittled away at the $13 billion plan, reducing its scope
énd substituting light rail on shared rights-of-way/for much

-of the heavy rail in the earlier proposal.

The cost came down to $6 5 b|II|on and the measure was
put on the ballot on March 14, 1995. But the proposal
failed because it lacked support in Pierce and Snohomish
counties. ‘ . '/ y

Y .
After the defeat, the state Legislature authorized funding of
the RTA through june 1996. The RTA board then began
studying the Various options available under state law
mcIudmg returning to the voters with the same proposal,
rewsmg the RTA district boundaries and modlfylng the-
proposal, developlng a new proposal to submit to voters or
takmg no action, The board decided the no-action
alternatlve was unacceptable because the traffic- congestlon
problem will not go away and will only get worse. Voters
likely will have another chance to con5|der an RTA ballot

proposal in 1996.

) S Locke learni alout the North
: L’dlMaMéaﬂMm;aaadw

o . %éamzu, 1994.
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/ M’gtro functions \merge into coﬂuﬁnty government

der terms of the voter-approved consolidation,
Metro con‘ti'nued to function independently until January
1994, when the agency joined King County government as
the Department of Metropolitan Sér‘vice’s. The county
executive and County Couhcil then began discussions on
hdw best to consolidate Metro’s/functions into a new

regional government.

The decision came in Se‘pt\eymber 1995 when the council
~approved-a new structure for the county’s executive
branch, effective ]anuary 1996. Metro’s Technical Services
Department, which supported the agency’s many
construction projects over the years, was dissolved and its
functions allocated to support transit and water pollution

control areas. The Finance and Human Resources

departments merged into reorganized county departments.

Metro’s Transit Department joined the county’s roads

division in a new Transpbrtation Department. Metro’s

v

Water Pollution Control Department consolidated with the

county’s surface water management and solid waste

divisions into a new Natural Resources Department.

= With the consolidated plan in place, the county executive

and county council hope to create a high-performance,
customer-focused government that delivers needed services

to the public as cost efficiently as possible.

For some people, that may.sound like a tall order. But for

the 4,500 formerMetro employees who are now part of

King County gdvernment, the key to achieving the county’s

goals is simple: “Do better than promised” and anything is

possible.

971



HAROLD E. MILLER CHARI:ES V. (TOM) GIBBS

" He became Metro’s first ' A University of Washington
executive director in - englneerlng graduate
“ February 1959. He served Gibbs worked for 'the state
until he died at his desk
‘June 3, 1964. Miller came ,

to Seattle in 1956 to direct

Pollution Control

r Commission before

Seattle-Times Photo

]omlng Metro. After his
the engmeermg study that ' reS|gnat|on in 1974 Gibbs

led to Metro s first jomed CH2M Hill, -an.

¢

comprehen5|ve sewerage plan. , englneenng firm, and in 1995
The "RVenton Treatment Plant was . - : oo was an execytive vice president in charge of water-

_dedicated in hi§ honor in July 1965. - b ) quality programs. ' '~

o

| ’FRED E. LANGE RICHARD PAGE

o

A veteran California engineer . A former deputy mayor of
hired by Miller, he

succeeded Miller and

Seattle, Page moved up from
- Metro’administrative staff
_served until'his retirement position to sueceed Gibbs.
in March 1967.“)He‘died in

1984.

.He was the first director
who was not an engineer.
He left Metro in 1976 to

become administrator of the

Urban Mass Transportation
L ¢V ~ Administration. Later he was directof “

SR R ro ‘ P oftheWashmgton DC tranSItauthonty In 1995 he . ,

was a Seattle busmessman ) i )
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NEIL

"m 1977. He resigned in

ALAN GIBBS

state Department of Social

PETERSON
An admintstrator of the state’
Department of Social and
Health Services, Peter§oﬁ ;

assumed the ,director’s post

1984 on hIS marriage to
Tracy Duiker, then Metro s
finance director."He managed
development of a rail transit

system in Los Angeles after Ieavmg Ty ‘

Metro, and in 1995 was a businessman with interests

in Califor\nia and Seattle.

Also an administrator of the

P
and Health Services, Gibbs /

!
succeeded Peterson. He

resigned in February 19,(8'9,\

Ned Ahrens Photo

the result of a controversy-.

over the proposed use of

South African granrte in the
Seattle bus tunnel. In 1995 he
was on the staff of Rutgers .

{

University in New York. -

¢

RICHARD K. SANDAAS

~He was the only Metro

iy

‘technical services division

[

~

Councilmember to become
executive drrector After
leaving the council, he -

worked in Metro’s ~ ©

Ned Ahrens Photo

and eventuaIIy became

division director. He was

appomted executlve directoron
3

“Gibbs’ resrgnatlon He exerérsed an

 early retirement option in 1993, and in 1995 was with

CAROLYN PURNELL

She encouraged program : |

CH2M Hill in Belfevue.’
Head of Metro’s legal staff,
Purnell succeeded Sandaas.

innovations to increase

N
customer service’and
P ;

Ned Ahrens Photo

improve operating ;

effraenaes and devoted

much of her term to gmdrng

Metro’ s merger with King

- County. For more than a year, PurneII

o |

served as one of three deputy county executives

du ring the start-up of Executive Gary Locke’s

administration. She resigned in August 1995 as Metro .

executive director to go into private consulting.

N




Ned Ahrens Photo

Mebro's Jea‘cgwdup leam in 1994: .
Elihunldt, Human Resounces .
directon; Canolyn Pumell,

executive dirnecton; Paud Toliver, o
Traniit dineclor; Mary Pelerson,

socs, from leff, Dyl Grigaly,

Woaler Pollution Control director;

Many Sclomon, Executive

addislant; /m ﬂaéw, Binance /
countel; Bonnie Matlion,
‘administrative coordinator; Carin
, , depuly direclor; Mareatha

Counts, coapa/wfe ca»mmcajwwi
 program manager; Vic Oblas,

“ i :

- 1zen Photography
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Metro Council cha"‘irs

~

C. CAREY DONWORTH

A member of the citizens’
group that planned and
Iobbied for the creation of
Metro, he was elected
first chair of the Metro
Council Oct. 6, 1958. A
labor relations consultant
in privéte life and a Seattle

resident, Donworth served until

1980. In 1995 he continued to work

as a consultant.

DR. GARY ZIMMERMAN
A former Bellevue City
councilmember and an
educator, Zimmerman-
succeeded Donworth\and
chaired the council until
1990. In 1995 he was
provost and chief executive
officer of Ahtioch University in

Seattle.

/

PENNY PEABODY k
77 Peabody defeated’
g Zimmérman for chair of the
council in 1990. A Mercer

Island resident, she joined

Brant Photographers

Metro:in 1971 as a public

information officer and

served in a number of staff .

positions, inciuding a term as

‘acting executive director, leaving
the staff in 1980. She resigned as chairin 1992 for
health reasons, but has been active on a number of

civic boards and in a family business.

TOM KRAFT s
A former Bellevue City
councilmember, he became
Metro’s last chairman and

served through the council’s

Ned Ahrens Photo

final meeting in December
1993.1In 1995, he was a“
legislative aide to King
County Councilmember

Bruce Laing.
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Don’t forget that Metro: |

Promised to clean up Lake Washington in 10
years, but did it in nine. ‘

Ended sewage p‘ollution in the Duwamish River
‘and Elliott Bay and significantly reduced
‘ c\ombined-sewer overflows throughout the

Seattle area.

0:0
Combined two failing transit systems into a
_robust, award-winning regional bus operation.
Became noted for its skilled construction %

niandgement and for pioneering use of value

engineering.

Built the extremely complex Renton effluent

_ transfer system on time and under budget; the

" project included the deepest marine outfall in the

J

world.

Beat the odds and unexpected problems and
cormtpleted the downtown bus tunnel on schedule,

with some segménts flnished ahead-of schedule.

s

Faced enormous complications yet had the
promi;ed secondary-treatmel;t system at West
Point on line before a court-established deadline
and within budget.

'

Was directed by an unusual and effective

\ federated Metro Council and was created,

nurtured, enco‘uraged and critiqued by thousands

of caring ,cirtizens. o
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Dave Galvin, hazardous wasteprogram manager

.0

//7%%4%%&%%@@% mwtamaiemwmamwlw/tmdpeopleéad%opﬁm&f

Zacmhtéute&‘aﬂnew/udwfpow WeW&WWWW@m&&MW

© Anita Dias, cuIturaI change project manager




; rom the beginning, through Metro’s

assumption of public transit

responsiblilities in 1973 and untll
the very end, the ethic was there:
“Do better than promised.”

2 guided Metro and its staff for more
- - i
than 35 years. It bullt a waste-treatment [L'IFHWH’D‘F ’_[M I_]l: TS

system and a mass-transit system, both
among the best in the nation.

2 instilled a sense of self confidence,
a spirit of determination and

a commitment to quality
that led to the deeply
felt belief that Metro
could do anything—
and do it right.



	Better Than Promised: An informal history of the Municipality of Metropolitan Seattle
	Title page
	Foreword
	Table of Contents
	Chapter 1. Building a legacy of clean water
	Chapter 2. A sound investment and regional transit
	Chapter 3. Challenges, triumphs and consolidation
	Metro executive directors
	Metro Council chairs
	Bibliography
	Acknowledgments and credits

